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THE ROBINSON RESOLUTION 

Taken as a mere request for information, the resolu- 
tion of Senator Robinson, adopted by the Senate by a 
vote of sixty-eight to one, calling on the Interstate Com- 
merce Commission for copies of its decisions in which its 
judgments were, in any sense, influenced by the competi- 
tive advantage or disadvantage of the producers in one 
section as compared with the advantage or disadvantage 
of producers in another section, and citations as to the 
authority under which the Commission thinks it has the 
power to equalize prosperity among producers of com- 
modities, cannot be criticised, since the Senate, of course, 
has a right to know what the Commission is doing. But 
the resolution goes farther than that in its suggestive- 
ness, even if its purpose were not shown in its preamble 
and in the debate on it. But only one senator saw what 
it was leading to or had the courage or the interest to 
point it out. 

The resolution is, in its essence, a criticism of the 
Commission for the course it has taken in some cases or 
may take in the lake cargo coal case. The Commission is 
not above criticism, to be sure, but the effect of this atti- 
tude on the part of the Senate cannot fail to intimidate 
the commissioners and cause them to hesitate in deciding 
cases according to their judgment. It is exactly as if the 
Senate, if it had the power to do so, were to adopt a 
Course calculated to influence the Supreme Court of the 
United States in deciding cases before it that might affect 
the interests of constituents of certain senators. 

This political interference is outrageous. If the Com- 


mission is to be of any value at all, it must be left free to 
act according to its conscience and its knowledge of the 
facts and the law. Of course, it makes mistakes .some- 
times, though one’s judgment of whether it has made a 
mistake or not is generally influenced by one’s selfish 
interest. Moreover, the Senate is criticising the Com- 
mission for a policy—in so far as it is or may be the pol- 
icy of the Commission—that is entirely consistent with 
the policy laid down by the Senate itself by its concur- 
rence in the Hoch-Smith resolution, which directs the 
Commission to make rates as low as possible on argi- 
cultural commodities for the benefit of a “depressed” in- 
dustry. But, of course, the Senate has forgotten all 
about that. It meant nothing by it but to impress the 
farmers with its love for them. There was no economic 
thought or purpose behind its action and there is none 
behind its present action. It is acting under the influence 
of members who feel themselves or their constituents in- 
jured by certain judgments of the Commission, actual or 
in prospect, and it merely intends to stop that sort of 
thing, with no thought of justice or consistency. 

If there is one thing certain in administration it is 
that no one can function effectively if he has over him, 
constantly criticising him, one who knows less than he 
does about the matter under consideration. This applies 
to a body like the Interstate Commerce Commission as 
well as to an individual. Constant interference and criti- 
cism based on scant knowledge and narrow motives in- 
spires nervousness and ineffectiveness if not actual fear 
and repression. The only wise policy for a “boss” to fol- 
low is to employ someone who knows his business and in 
whose integrity he has faith and let him attend to the 
job. If the Senate really suspects that the Commission 
is incompetent or inclined to disregard the law, it might 
help the situation somewhat by seeing to it that ap- 
pointees to that body are qualified as to the things that 
should count, instead of hectoring them and sometimes 
turning them down because they do not suit in inessen- 
tials or because some of their ideas are supposed to be 
contrary to those of certain of the examining senators 
whose ignorance of what a commissioner should know is 
boundless. 


GOVERNMENT-AIDED TRANSPORT 
In discussion of whether it is good economics for the 
government to give aid to, or operate, or own inland 
waterway transportation agencies, such as the Missis- 
sippi- Warrior Barge Line, one frequently encounters the 
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point that. the government gave aid to the railroads in 
the early days and, by the same token, it is perfectly 
proper for it to seek to develop inland waterway trans- 
portation by such means. The argument has a certain 
force, but it does not stand up. 

In the first place, the government did not give aid to 
the railroads for the purpose, primarily, of helping them 
or helping certain shippers or communities to lower 
freight rates than could be obtained from other agencies. 
It helped the railroads because it wanted the country 
developed and private capital would not undertake the 
job without aid. There would have been no transconti- 
nental railroads, at least for many years after they were 
built, if the government had not used public funds for the 
purpose. Whether one thinks the policy was wise or 
unwise, it was the policy of the government to develop 
the western country, and that was the way it took. 
There was no question of competition or favored classes. 
The only question was whether the public should help 
pay for an enterprise that would result in the opening to 
settlement of vast stretches of land otherwise unreach- 
able. , 

In the second place, the railroads have paid and are 
paying for the help they received at that time, the con- 
sideration being transportation of government property 
at lower than tariff rates by the railroads that were aided. 
We do not know whether or not these rate concessions 
may be said to have compensated in full at this time for 
the help advanced, but, if not, they will some time do so. 
It is not true, as many believe, that the government ad- 
vanced this aid without any return. 


In the third place, whatever the government may 
have done for the railroads in the early stages, and 
whether it was wisely or unwisely done, it was done, and 
that is water over the dam. It is the present situation 
with which we have to deal. That situation is that a 
splendid, country-wide railroad system has been devel- 
oped. Whether we want it to make money or not, and 
whether we like the rates it must charge to make money 
or not, we must admit that its prosperity has to be per- 
mitted and fostered if it is to care properly for the coun- 
try’s commerce—for, whatever other agencies may be 
employed, it is admitted that on the railroads must the 
country always place its principal dependence for the 
major task of transportation. No one, we believe, denies 
that. If they do not make money they cannot maintain 
and extend their plant properly. That is the reason for a 
policy that attempts to assure the railroads what is called 
an “adequate revenue,” and not mere desire to give the 
railroads “what is coming to them.” 


Now, it is being attempted to set up, in competition 
with the railroads, a government-aided transportation 
agency like the barge line. We submit that the situation 
1 Not at all like the one that existed when the govern- 
ment aided the railroads. There is no visible need for 
the barge line or other proposed waterway developments 
to carry the country’s commerce; generally speaking, 
though, perhaps, here and there, this agency may serve a 
teal demand. The railroads are perfectly competent to 
carry all the freight and passengers that are offered or 
that are likely to be offered, if they are allowed to pros- 
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per and grow with the demand. The demand for water- 
way transportation comes either from theorists who are 
not familiar with the facts, as we have stated them, or 
who are not impressed by those facts, or from persons 
and communities that hope to profit in the way of low 
freight rates if the policies they advocate are put into 
effect. We have, on the one hand, a railroad system on 
which we must depend for the bulk of our transportation 
and which, for that reason, must be permitted to earn fair 
profits, and, on the other hand, an increasingly apparent 
government policy of building up a waterway competi- 
tion at the expense of all the taxpayers, whether they can 
use the waterways or not, for the benefit of the favorably 
situated ones who can use them. 

The government cannot, with one hand, foster its 
railroads, as it is attempting to do through the laws now 
on the books, and, with the other, build up, at the ex- 
pense of its citizens, a competition for those railroads so 
that those who can use the competing agency may have 
lower freight rates. The only way in which such a plan 
could work with any fairness or justice with respect to 
the railroad system would be to develop the waterways 
for the benefit of those who can use them and then per- 
mit the railroads to “soak,” with higher rates, those who 
cannot use the waterways, and thus maintain the ad- 
equacy of railroad revenue. But, of course, such a plan 
would be unfair to shippers by railroad who could not 
use the waterways and who had to pay the excessive 
rates, thus placing themselves at a disadvantage with 
users of the waterways. Even as things are now, we are 
beginning to hear mutterings from shippers over the 
country who have at last begun to see that the present 
waterway policy is a discrimination against them. 

There is, it seems to us, only one way to handle this 
question fairly and sensibly. That is to recognize the 
fact that the rivers are here and that there may be eco- 
nomically justified use for the development of some of 
them. Where that seems likely, surveys ought to be 
made of the amount of traffic that could and would use 
them, under proper conditions. Those conditions ought 
to be that, while the government might undertake the 
development of the waterways in question, it would do 
so only with the understanding that private enterprise 
and capital must undertake the transport operation and, 
in doing so, must return to the taxpayers what they have 
advanced for furnishing the roadbed. There is no place 
now for the government in the transportation business, 
whether by rail, by inland waterway, or on the ocean. 
Where pioneering is necessary, the government might 
undertake the work with provision for compensation by 
the beneficiaries. If private capital cannot institute or 
operate inland waterway transport under those condi- 
tions, then the time for inland waterway transport and 
the need for it have not come. 


NORTHERN PACIFIC LAND GRANTS 


The Trafic World Washington Bureau 


In response to a joint resolution of Congress, passed in the 
closing days of the last session, Attorney-General Sargent has 
sent to a special joint committee of that body, appointed for the 
investigation of the land grants to the Northern Pacific, a mem- 
orandum to him prepared by the public lands division of the 
department of justice, discussing the legal aspects of the matter 
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and what may be done by Congress in connection with the ad- 
justment of the grants, The attention of Congress was directed 
to the matter as a result of the decision of the Supreme Court 
in the case of United States vs. Northern Pacific, 256 U. S. 51. 

It appeared in that case that the Interior Department had 
issued patents to the Northern Pacific for 5,681 acres of land 
in the State of Montana to satisfy losses occurring in the 
primary limits of the land grant given to that railroad. After 
the patents were issued it was discovered that the land patented 
was within the exterior limits of a forest reserve. The Interior 
Department then caused suit to be instituted to set aside and 
vacate the patents. The question thereupon arose whether these 
lands were rightfully withdrawn by the government for the 
creation of forest reserves. The answer to the question de- 
pended on whether a deficiency existed in the grants to the 
Northern Pacific. A stipulation as to such deficiency had been 
made between the government and the railroad company in that 
case, but it did not appear that the deficiency as therein deter- 
mined had the approval of the Interior Department, in which 
the administration of the grants lay. Because it had not been 
properly determined that a deficiency in the grants actually 
existed, the Supreme Court remanded the case to the trial court 
pending the determination of the question of a deficiency. 

After the decision in that case the Interior Department 
undertook to determine the present status of the Northern 
Pacific grants for the purpose of ascertaining whether any defi- 
ciency existed in favor of the company and, if so, the extent 
of it. The Department of Agriculture was interested in the 
matter because the company was insisting that a deficiency 
existed, and was claiming the right to satisfy it within forest 
reserves. The matter was brought to the attention of Con- 
gress, with the result that the joint committee was appointed 
to investigate the grant and report the results of its investi- 
gation. 

The memorandum to the Attorney-General is based on the 
record as made up by the joint committee, and the conclusion 
reached by the attorneys preparing it is: 


The United States by virtue of the reserved right to add to, alter, 
amend or repeal the grants has the right to revest in itself and 
repossess all or any part of the granted lands remaining in the own- 
ership of the company, having due regard for the rights of the com- 
pany. The power to alter, amend or repeal the granting acts rests 
only in the Congress. 

The United States by reason of the breach on the part of the 
company of conditions subsequent contained in the grants has the 
right to declare the grants forfeited, thereby revesting in the United 
States the legal title to any part or all of the granted lands remain- 
ing in the ownership of the company. As to land wrongfully acquired 
by the company from the United States and now disposed of and as 
to lands rightfully acquired but wrongfully disposed of, the company 
can be required to account to the United States on an equitable 
basis. The company is entitled to credit for all it has earned under 
the grants. 

Whether the effective power to declare a forfeiture and revesting 
in the United States of lands granted to the Northern Pacific Rail- 
road Company for breach of conditions subsequent rests in the legis- 
lative or executive branch of the government has been the subject 
of conflicting court decisions. Whether some of the conditions under 
consideration here are conditions subsequent requiring legislative 
declaration of a purpose to insist on a forfeiture for their breach is 
a question that might be litigated with consequent delay and expense. 
Whether the executive branch can make necessary provisions for 
an equitable adjustment of the grant is not certain. It is certain 
that in case the Congress shall declare its determination that the 
grants be forfeited for breach by the railroad company of conditions 
subsequent and that the lands remaining in the possession of the 
company be revested in the United States making proper provisions 
for readjustment of the grants and that a proper suit for an equitable 
adjustment of the whole controversy be instituted, and the executive 
branch of the government institutes in court proceedings directed to 
accomplishment of the same end, all questions of authority will be 
eliminated and the way will be clear for a judicial determination of 
the whole matter, just to both the United States and the railroad com- 
pany. 


There were two grants to the Northern Pacific, one in July, 
1864, and the other in May, 1870, embracing a total of approxi- 
mately 44,000,000 acres. The grant was of odd numbered sec- 
tions within 20 miles of the road on either side through the 
states, and similarly 40 miles through the territories. The 
original grant provided for an indemnity limit of 10 miles outside 
the primary limits for the satisfaction of losses occurring in 
the primary limits due to reservations, prior rights of settlers, 
the mineral character of the land, or other specified causes. 
The grant was for a road from some point on Lake Superior to 
Puget Sound. The grant of 1870 authorized additional main 
line road between Portland, Oregon, and Puget Sound and pro- 
vided for an additional indemnity belt of 10 miles where re- 
quired to satisfy losses occurring after the date of the first 


grant. The company claims a deficiency of approximately 
3,750,000 acres. 


SHORT LINES AND 15-A 


The Traffic World Washington Bureau 


Senator Pittman, of Nevada, has favorably reported to the 
Senate from the interstate commerce committee 8S. 656, a bill 
to exempt certain short lines from the operation of the recap- 
ture clause of section 15a of the interstate commerce act. The 
committee held hearings on the bill at the last session of Con- 
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gress. A similar bill is pending before the House committee op 
interstate and foreign commerce, hearings before which were 
recently held. The Senate committee’s report, in part, follows: 


Paragraph 5 of section lba is restated in the bill in the identicg) 
language found in the transportation act, then the additional pro. 
visions exempting such short-line railroads are added on by way of 
amendment. 

A description of the short-line railroads to be exempted by the act 
are described in the bill, as follows. 

“(a) Whose main track and branch lines do not exceed two hun- 
dred miles in length and whose annual gross railway operating reve. 
nue for any year, computed on the average of the three successive 
and immediately preceding calendar years, beginning with 1920, as 
reported to the Interstate Commerce Commission as required by law, 
does not exceed $10,000 per mile per annum of operated main track 
and branches; or (b) whose main track and branches do not exceed 
one hundred miles in length and whose annual gross railway operating 
revenue for any year, computed on the average of the three succes- 
sive and immediately preceding calendar years, beginning with 1990, 
as reported to the Interstate Commerce Commission as required by 
law, does not exceed $15,000 per mile per annum of operated main 
track and branches, and in addition thereto and to the extent to be 
determined by the commission, as hereinafter provided, to railroads 
whose main track and branches do not exceed 200 miles which are 
deemed hereunder to have a probable limited service life: And pro- 
vided further, that none of such railroads to be thus relieved from the 
payment to the Commission, in whole or in part, of such excess earn- 
ings, are owned and/or operated as a part of or by a general system 
of common-carrier railroad transportation owning or operating a 
line or lines of railroad exceeding two hundred miles in length. 

It is obvious from a study of all railroad statistics that any rail- 
road that does not earn annual gross operating revenues of at least 
$10,000 per mile can not earn a net railroad operating income in ex- 
cess of a fair return upon the value of its railroad property. There 
are a few lines under 100 miles in length which, by reason of the 
extraordinary costs of operation, can not make a fair return on the 
value of their railroad property even with an annual gross railroad 
operating revenue of $15,000 per mile. These lines are few and con- 
stitute an exception. They are in mountainous sections where the 
grades are excessive and the curves necessarily sharp. On some of 
these roads special mountain-climbing engines, are required. 

Your committee has limited the exemptions‘to short-line railroads 
for the following reasons: 

(a) Such lines serve a limited area and are dependent for trans- 
portation upon a small variety of products. They are therefore sub- 
ject to the misfortunes which befall such products by reason of acts 
of God or market conditions. They are subject to peak conditions, 
For several years such a road may suffer an operating deficit, and 
then for two or three years it may make a net operating railroad 
revenue in excess of a fair return on its railroad property. Under the 
present law no part of such excess can be applied to the prior losses. 

(b) There are 600 such short-line railroads and their investigation 
and administration under the so-called recapture clause imposes an 
unnecessary and unprofitable burden upon the Interstate Commerce 
Commission and other administrative forces of the Government. 

(c) The failure to grant the relief provided for in the bill will 
result in the bankruptcy and destruction of many short-line railroads. 
A subcommittee held hearings on the 14th and 15th days of December, 
1926. A number of witnesses appeared before your subcommittee and 
testified. Among such witnesses were Bird M. Robinson, president; 
Clarence M. Oddie, a vice-president and western representative; and 
Ben B. Cain, vice-president and general counsel, of the American 
Short Line Railroad Association. The Short Line Railroad Association 
consists of 474 railroads doing business in the various States of the 
Union. Many concrete examples were given relative to the unfor- 
tunate conditions affecting short-line railroads and the necessity for 
the proposed relief. The hearings are printed and we refer to them 
in support of this report. 

We respectfully recommend that the bill be favorably reported 
and that it be enacted into law as soon as possible, as. an emergency 
exists. 


RADIO ON FREIGHT TRAINS 


Radio communication between the front and rear ends of 
long freight trans has been successfully conducted in a series 
of tests on the Chesapeake and Ohio by the Westinghouse Elec- 
tric and Manufacturing Company. The tests are being continued 
with the view of overcoming some of the difficulties encountered. 

The experiments are being conducted on long freight trains 
on the James River line, from Clifton Forge, Virginia, to Rich- 
mond, which follows the Jackson and James Rivers along the 
old James River and Kanawha canal bed for a greater part of 
the 232 miles distance. 
bridges and three tunnels and is of such a tortuous nature that 
the engine and caboose are seldom in view of each other and 
often are on different sides of a mountain where it is impossible 
to give and receive signals in the regular manner, by hand or 
lantern. The trains are of such length, approximately a mile, 
that much time ‘is lost waiting for the trainmen to walk within 
signaling distance, to enable trains to make proper movement. 
Thus a delay to one train delays all others and upsets the dis- 
patcher’s plans for meeting points on a line that is largely 
single track with sidings. 

It is declared that the radio equipment has proved of valu- 
able assistance and that the crews are anxious to stand for the 
runs to which the equipment is assigned. 





INCOME DATA ORDER 


The Commission has issued its annual net railway operating 
income data order with a view to determining what excess in- 
come, subject to recapture under section 15a, if any, may have 
been earned by the reporting carriers. The reports, to be made 
by every carrier subject to the interstate commerce act, re 
gardless of what its income may have been, are to be made to 
Secretary McGinty not later than May 1, 1928, for the year ended 
December 31, 1927, in accordance with the forms prescribed by 
the Commission. 
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Current Topics 
in Washington 


Lo, the Simple-Minded Senators.—Assuming that the House 
of Representatives, a part of the Congress of the United States, 
though the fact may not prominently appear in current prints, 
adopts the Robinson concurrent resolution, the Commission can 
give the desired information in one word or in many volumes. 
In the event of adoption, Congress will desire to have trans- 
mitted to it “copies of all decisions handed down by it (the 
Commission) in the five years preceding April 1, 1928, in which 
its decisions as to the reasonableness of any rate or rates 
was in any sense influenced by the competitive advantage or 
disadvantages of the producers in one state, district, or section 
as compared with the advantages or disadvantages in another 
state, district, or section,” with citations to the law authorizing 
such decisions. Inasmuch as every change in a rate is ordered 
with a view to giving some one or some class of persons an 
opportunity (advantage) to ship more of the commodity or com- 
modities involved to a designated place, the Commission might 
well send all the rate decisions it has made in the last five 
years to the Capitol, accompanied by a note saying that, when 
the rate was condemned as unreasonable, section 1 was the 
authority therefor; when it was condemned as unjustly dis- 
criminatory, section 2 was the authority; and so on down 
through the whole list of offensive qualities that might be found 
in a rate, including the quality of being too low to the hurt of 
other railroads or other communities and therefore, warranting 
the use of the minimum rate power. Another note might be 
attached saying, in effect, that both railroads and shippers had 
attacked the decisions (reference mark, circled dagger, a la 
tariff terminolgy), but that the Supreme Court had found such 
decisions warranted by the statutes made and provided. The 
answer in one word, “none,” could be given if it were apparent 
that the resolution mean decisions based primarily on compari- 
son of advantages and disadvantages. Everyone knows that 
comparison of conditions in competing territories is a standard 
method for testing the quality of a rate; that is, everyone who 
has ever heard of the Commission—except a senator. He is an 
exception to so many rules that it is safe to speak of him as 
an exceptional person. That is particularly true in the belief 
of those who think the abandonment of the representative sys- 
tem of government in the United States has produced results 
that make one look down his nose for shame. If changing a 
rate is not made in view of the advantages of one and the 
disadvantages of another, what would be the idea in making a 
change? Half those engaged in rate fights, there is reason to 
believe, think that, when a change in a rate is ordered, the 
Commission has written a confession of imbecility. The half 
is composed of losing shippers and losing railroads, in a large 
number of instances. The big case in which the fight is between 
the railroads on one side and the shippers on the other is almost 
as rare as a white blackbird. Every time the Commission pre- 
scribes a rate it changes the boundaries of the area in which 
two sets of shippers and railroads may do business. That is 
axiomatic. The change may be little or it may be great. Every 
change in rates brings hurt to someone. At present there is 
about as much sorrow on account of the Commission’s decision 
in the southern class rate case as about the lake cargo 
case, only there is not so much bawling about it. New Orleans 
thinks its grain trade is ruined. Minneapolis feels it is being 
ruined by an increase in carload rates on manufactured goods 
into the southeast, in comparison with charges from Chicago. 
In Florida there is a debate as to responsibility for things that 
have happened to Tampa or other points, friends of Traffic 
Manager Hoskins, of Tampa, bitterly resenting a charge by 
Vice-President Capps, of the Seaboard Air Line, that the Florida 
commission, with which Mr. Hoskins worked for the interest 
of Tampa, backed the federal Commission when, as a matter of 
fact, it only backed the federal body when the latter resisted 
efforts of the railroads to increase the arbitraries to peninsular 
Florida. There is, however, one point in the lake cargo coal 
case on which the Commission may be justly criticized. It 
listened too much to labor leaders and sociological leaders in 
regard to social conditions in the competing coal fields. Of 
course, those who know the Commission know that that body 
will allow almost anybody to “testify” in a rate case. It allows 
the testimony to go into the record “for what it may be worth,” 
Probably as the easiest way to get rid of importunate ones. 
The danger in such latitude is that those who do not know the 
Commission, as, for instance, senators, may get the idea that 
the testimony of that character was read and received consid- 
erable weight, when, as a matter of fact, the chances are that 
the examiner who took the testimony marked it in such way 
that the reader of the record would know that that was a part 
that could be skipped without missing anything pertinent. 





Not Much Power Added in 1920.—The discussion in the 
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Senate about the acts of the Commission serves to draw atten- 
tion to the fact that, when the additions to the rate parts of 
the interstate commerce act in and since 1920 are boiled down, 
they are not so many as might be imagined. Grant of the mini- 
mum rate power is the greatest of them all. Section 15-a, re- 
quiring the Commission to initiate rates and to endeavor to 
give the railroads a fair return, and the Hoch-Smith resolution 
are not, strictly speaking, grants of power. They are instruc- 
tions about the use of power already possessed. The Hoch-Smith 
resolution, put in its simplest terms, is a command to investi- 
gate rates with particular ends in view—namely, the free mov- 
ing of goods and a preference for the products of agriculture 
within the elastic limits of reasonableness. The Commission, 
without 15-a, could have decided for itself that it would see 
to it that rates, were high enough to yield 5.75 or 6 per cent. 
Without the Hoch-Smith resolution it could have initiated the 
investigations now going on, It could have decided, in its own 
breast, that the products of agriculture should have the lowest 
possible lawful rates. Section 15-a and the Hoch-Smith thing 
are instances in which the legislative branch of the government, 
in addition to prescribing standards for the making of rates, 
indicated the objects to be achieved by the exercise of the 
power to make reasonable and non-prejudicial rates. The 
wherases attached to the Robinson resolution adopted by the 
Senate under the food and drugs law, probably, would be con- 
demned as a false and misleading label. The courts, in their 
decisions since 1920, have upheld the Commission’s construction 
of the legislation of that year. The lower court in California 
has upheld the Commission’s construction of the Hoch-Smith 
resolution. The Senate does not assert that the Commission 
has “attempted so to regulate rates as to equalize prosperity.” 
It merely says memorials addressed to Congress make such an 
assertion. When a newspaper says John Smith says William 
Jones is a murderer the law says the newspaper is liable in 
damages to Jones. In that way the Senate makes itself re- 
sponsible for the misleading label and sets itself up as the 
court superior to the Supreme Court of the United States in 
determining the meaning of the language used by Congress, not 
merely the Senate. In a fight over the meaning of the language 
used by Congress, it is the word of the Supreme Court and not 
of the Senate or the House of Representatives that answers the 
question put by the bewildered citizen who wants to obey the 
law but has a hard time finding out what it is. The Senate, it 
is a certainty, cannot say what the language Congress may 
have employed in passing the interstate commerce act means. 
In a dispute about a contract the court declares the meaning, 
not one of the parties to it. There is a what is known as a 
legislative interpretation of legislation, but it is not binding 
on the courts. They may resort to it for light, but, unless the 
words employed signify, to the ordinary man, what the legis- 
lative interpretation says they mean, the court must say what 
they really mean. Advocates of government by a legislative 
body, which is not the American theory embodied in the Con- 
stitution, such as the late Senator La Follette, think the view 


the legislative body takes is the one that governes, or should 
govern. 





Can’t ’oo Talk?—Many a statement from the Shipping Board 
begins with the declaration that Chairman T. V. O’Connor an- 
nounced or that Chairman T, V. O’Connor thinks so and so. 
Seldom is the public informed that the board announces some- 
thing or thinks so and so. It is, seemingly, the chairman who 
does the announcing and the thinking. The statute creating the 
board says the President shall appoint a chairman. In the 
same way the Constitution of the United States creates the 
office of Chief Justice of the United States, not, as too often 
stated, Chief Justice of the Supreme Court of the United States. 
All opinions of that august tribunal are not issued in the name 
of the Chief Justice. The names of his associates are attached 
to many of them. The form used by the Shipping Board, it 
has been suggested, may cause someone to paint a paraphrase 
applicable to the board of the picture showing a baby gravely 
inquiring of the St. Bernard dog: “Can’t ’oo talk?” 





Pinchot Doesn’t Like the Federal Trade Commission Now.— 
Gifford Pinchot, the veteran crusader on behalf of “the people,” 
seems to have lost whatever liking he may have had for the 
Federal Trade Commission. There is a suspicion that that body, 
since it “got religion” to the extent of keeping within the law 
of its creation, has lost favor with many of those whose idea 
of the public interest is that the public interest is what they 
like and that is against the public interest which they do not 
like. Pinchot says the “fight against the Walsh resolution to 
investigate the electric monopoly which is now before the Sen- 
ate has taken a new angle very dangerous to the public 
interest.” The new angle is the proposal to have the Federal 
Trade Commission make the investigation. “The mere fact that 
this effort is being made is conclusive evidence that the power 
interests are afraid of what would be disclosed by an investiga- 
tion under Walsh, but are not afraid that the Federal Trade 
Commission would develop the facts they want to keep hidden. 
The power lobby is trying to pick its own jury.” Those who 
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disagree with the preminent citizen of Pike county, Pennsyl- 
vania, who lives in Washington, might suggest that it was alto- 
gether human for a man accused of something heinous to try 
to pick his own jury rather than allow his enemies to perform 
that little service for them. Such might suggest that one of 
the things to be found out was whether there was or was not 
a “power lobby” or an “electric monopoly.” Mr. Pinchot’s recent 
statement on the subject might be taken, even by a person as 
cautious as Ole Oleson, as indicating that the Keystone states- 
man knows there was a light monopoly but that he has been 
just too busy with the affairs of “the people” to tell a grand 
jury about the oppression of the monopoly. Employing the 
Senate to do grand jury work instead of the work for which 
it is paid, seemingly, is more enticing. Perhaps that is on 
account of the opportunities for publicity. Mr. Pinchot shuns 
that, except when he sends mimeographed views on various 
subjects to the newspapers marked: “For release for Monday 
morning papers. Statement by former Governor Gifford Pinchot, 
of Pennsylvania.” In the early days of the republic persons de- 
siring to inform the public about their’ views on public ques- 
tions printed pamphlets, which they sold, if they could. Now the 
order is too “mooch” on the newspapers. 





Berger Feels the Need of Freedom.—There is no accounting 
for tastes nor for the things for which men pine, Now, there 
is Victor Berger, Socialist representative from Wisconsin, invit- 
ing apoplexy by the violence of his call for a statute enforcing 
the provision of the Constitution guaranteeing freedom of 
speech and assembly. One with teeth in it, says he, stealing a 
phrase from the prohibitionists, when they tell what they de- 
sire for the enforcement of the eighteenth amendment. Berger 
would make deprivation of the right of free speech or assembly 
a federal offense punishable by two years’ imprisonment, or a 
fine of $5,000, or both. Berger, who believes in light wines 
and beer, if nothing stronger, as might be inferred, has intro- 
duced a bill to that effect, one of thirty-odd thousands that will 
be introduced in this Congress and never thought of again. 
Berger thinks the first amendment is the most important. Un- 
fortunately, says he, human liberty meant more to Americans 
in the eighteenth and nineteenth centuries than now. Southern 
Democrats, Berger says, would imprison Thomas Jefferson, were 
he to return to life, for saying, as Berger says he did say, that 
a violent revolution was needed about every twenty-five years 
to preserve liberty. Of course, Berger is indignant over the 
enforcement of laws against strikers in Colorado and Pennsyl- 
vania. With him, the striker who destroys property or holds 
it against the will of the owner, even when he has no thought 
of paying rent for it, is always right and the enforcers of the 
laws are always wrong. Of course, private property, in the 
eyes of communists and socialists, has no rights a communist 
or socialist is bound to respect, even when he is in a minority. 
Violence that destroys property, seemingly, is a divine thing, 
in his eyes, and will continue so until the communists and/or 
socialists bring about the millennium, with a committee of auto- 


crats, as in Russia, controlling all property, whether they created 
it or not.—A. E. H. 


THREE-YEAR LIMIT LITIGATION 


The Traffic World Washington Bureau 


» Asserting that if Congress, by a statute of limitation may 
destroy a liability that otherwise existed, it follows that Con- 
gress may, by statute, create or restore a liability, eastern shore 
of Maryland and Virginia truck growers, in No. 291, Peninsula 
Produce Exchange, plaintiff in error, vs. New York, Philadelphia 
& Norfolk and Pennsylvania Co. have taken an appeal to the 
Supreme Court of the United States from the Court of Appeals 
of Maryland with a view to overcoming the adverse decisions 
the courts have made in a number of cases about the claims 
for reparation and return of overcharges, in the last few years. 

The Maryland court, in disposing of a suit brought by the 
plaintiff for the recovery of overcharges, consisting of the 
charges collected on three carloads of strawberries, held that 
the amendment to paragraph 3, section 16, of the interstate 
commerce act, dated June 7, 1924, was unconstitutional in so far 
as it undertook to provide that the plaintiff might prosecute its 
suit. The plaintiff, in the Maryland courts, claimed the benefit 
of that amendment, and contended that in order to arrive at 
a determination of the issue presented, it was necessary to 
construe the act of June 7, 1924. The construction of the court 
being against the validity of the act, the plaintiff appealed to 
the highest court in the land. 

In a brief in behalf of the plaintiff signed by Robert E. 
Quirk, George F. Graham and James M. Crockett, the history of 
the litigation preceding the enactment of the amendment of 
June 7, 1924, is set forth. The attorneys assert that in the 
Wolf case, 261 U. S. 133, a suit for the recovery of overcharges, 
the court overturned the understanding of both shippers and 
carriers by stating that the court construed paragraph 3 of 
-gection 16 to mean that suits begun in the court for the recovery 
of overcharges had to be instituted within the two-year period 
allowed for the filing of complaints with the Commission, other- 
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wise under the statute the lapse of time could not only bar the 
remedy, but destroy the liability. Prior to that time both Ship. 
pers and carriers had been of the opinion and had acted op it 
that Congress had not prescribed a period of limitation apply. 
ing to suits in courts for the recovery of overcharges. On the 
contrary, they believed that the statutes of limitation of the 
states applied. 

“Realizing the hardship imposed on shippers generally py 
this state of affairs Congress passed the act referred to 10 
the purpose and with the express intention of reviving claims 
that had been unexpectedly barred,” say the lawyers. They 
referred to the condition created by the Wolf decision as 
chaotic. Millions of overcharge claims were filed with the 
carriers. The investigations by the railroads, they said, haq 
not been completed when the two-year period expired. The 
effect of the Wolf decision was to destroy them. 

“This suit is in assumpsit, not in tort,” says the brief. 
“It is brought for monies collected by defendants which, ip 
equity and good conscience, they should refund on the ground 
that the exactions were unlawful.” : 

They point out that the claims in this case are not like 
those dealt with in the Danzer case, 268 U. S. 633, but are, in 
the language of carriers and shippers, “straight overcharge 
claims” and not one growing out of something that was lawful 
when done.. The attorneys assert that Congress did not, ip 
passing the amendment, violate any of the principles followed 
by the court in arriving at its construction of paragraph 3, 
section 16, in the Phillips case, 236 U. S. 662. In that cage 
the court said that the lapse of time not only barred the 
remedy but also destroyed the liability and that a carrier was 
bound to claim the benefit of the statute that had destroyed the 
liability. 


SHORT LINE SUIT DISMISSED 


The Trafic World Washington Bureau 


The federal Court of Appeals for the District of Columbia, 
in No. 4570, Flint River & Northeastern, appellant, vs. A. W, 
Mellon, Director-General etc., has affirmed the decree of the 
Supreme Court of the District of Columbia, dismissing the case, 
The railroad filed a bill in the lower court asking for the modi- 
fication or reformation of the contract between the Director 
General of Railroads and the short lines so as to enable the 
short lines to obtain compensation, in accordance, as they 
claimed, with the terms of the federal control act. They claimed 
that on account of mutual mistakes of law and facts on the part 
of the contracting parties, the effect of the contract was to de 
prive them of a compensation settlement as the control act in- 
tended they should have. 

The precise question was as to whether the suit was or was 
not brought under section 206 of the transportation act. That 
section makes provision.for the filing of suits against the agent 
designated to act for the president. The Flint River, however, 
expressly disclaimed suing under that section. The court called 
attention to the fact that the agent who was being suéd was 
created by section 206 and observed that suits against him 
could only be maintained by the law creating him. 

A more substantial reason, the court said, for denying the 
railroad petition was found in section 204 of the transportation 
act which provided a method whereby the plaintiff could obtain 
reimbursement from the Interstate Commerce Commission under 
the referee board method with an appeal to the Court of Claims. 

This is the case in which the short lines sought a method 
for obtaining money they thought due them notwithstanding the 
refusal of the Commission to consider their claims and the fact 
that the Director-General put them out of his office on the 
ground that they were not under federal control. On that point 
the Court of Appeals said: 


The mere fact that the Director General refuses to recognize 
plaintiff as entitled to the benefits of the federal control act, on the 
ground that its railway was not operated by him, and the Interstate 
Commerce Commission refuses to recognize its claims on the ground 
that its railways was privately operated during the federal control 
period, present matters subject to adjudication in a proceeding under 
the federal control act. 


ACCUSED OF GIVING CONCESSIONS 


The Commission has been informed that the federal grand 
jury for the eastern district of Washington at Spokane, Wash., 
has returned an indictment in 50 counts against the Great 
Northern on account of alleged violations of section 1 of the 
Elkins act. The first 25 counts of the indictment charge the 
carrier with having granted a concession to the Spokane Oil & 
Refining Company by refraining from collecting accrued demur 
rage charges. The remaining 25 counts charge that the car 
rier failed to observe strictly its tariffs in that it did not send 
or give notice concerning arrival and placement, as required 
by its demurrage tariff. 


The case was investigated by a special agent of the Com- 
mission and was handled before the grand jury by Assistant 
United States Attorney E. J. Farley and B. L. Smelker, an a& 
torney of the Commission. 
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Decisions of Interstate Commerce Commission 
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GRAPE CAR PLAN 


The Commission, by division 5, in No. 18942, T. N. and 

. Sample et al. vs. Santa Fe et al, (mimeographed), has 
B. B e 

ed to disapprove the so-called grape car plan devised by 
refus ‘ 
the carriers, in 1926, for the distribution of refrigerator cars 
for loading With grapes. The report points out that there was 
no car shortage in California in the grape shipping season of 
1926. Therefore, it says, the plan has not been tested in the 
circumstances and under the conditions in which it is contem- 
plated to be of the greatest benefit. 

“What complainants request,” says the report, “is that we 
disapprove the entire idea which is embodied in the grape car 
plan, and reinstate the practices and methods in effect prior 
to the year 1926.” For the reasons stated before that declara- 
jon was made and for those stated thereafter the report said 
t 
it felt that that should not be done. 

The specific findings were that the allegation that the de- 
fendants neglected and failed to procure or make provision for 
the furnishing of an adequate number of cars for the transporta- 
tion of grapes from California had not been sustained; and 
that defendants’ rules, regulations, and practices with respect 
to the furnishing of refrigerator cars for grape loading in Cali- 
fornia in periods of car shortage, commonly referred to as the 
grape car plan, had not been found to be unreasonable, or to 
result in undue preference or prejudice, “except as noted.” The 
except-as-noted part of the report is a finding that the district 
advisory committees should be discontinued as a part of the 
grape car plan. The language of the report on that point is as 
follows: 

While it is understood that the committee is supposed to be 
familiar with conditions existing within the several districts and 
would be in position to advise the joint railroad representatives 
as to the merits of the individual shipper’s request, we have con- 
siderable doubt as to the propriety of having such a committee per- 
form such a function in the distribution of cars between shippers. 
It may be that the advisory committees perform other functions 
which have merit, but such functions are not to be confused with 
the distribution of cars by carriers in accordance with the act. 
Further, the evidence of record indicates that no material con- 
sideration was given by the committees to the request of individual 
shippers at the time of the meetings between the committees and 
joiont railroad representatives with a_view to advising the latter 
as to the propriety of the request. We can see no good reason 
why the carriers’ representatives cannot do all that is necessary in 
the consideration of the requests or estimates of shippers for Cars, 
without the assistance or advice of individuals who in most, if not 
all instances, are personally interested in the grape deal. This is 
not to be considered as refleoting on the personnel of the committees, 
but simply an observation which is dictated by the spirit and mandate 
of the law. It is felt the district public advisory committees should 
be discontinued as a part of the Grape Car Plan, and we so find. 
Compare Rules Governing Ratings of Coal Mines, 95 I. C. C. 309, 335. 

The complaint alleged that the defendants failed and neg- 
lected to procure or to make provisions for the furnishing of an 
adequate number of cars for the transportation of grapes and 
that for many years there had been a shortage of refrigerator 
cars in California in the grape shipping season, lasting from 
about the middle of September to the middle of November; 
that the carriers, in 1926, imposed upon the grape shippers 
a car distribution plan, commonly referred to as the grape car 
Plan, which made unreasonable and burdensome demands upon, 
and was unduly prejudicial to the shippers who paid cash to 
the growers for grapes bought, and to the grower who shipped 
his own grapes, and was unduly preferential of the shipper 
who handled grapes on consignment; that any rule requiring 
more than 24 hours’ advance notice to the carriers of the re- 
spective shipper’s car requirements was unreasonable and in- 
applicable to the shipment of grapes. The complaint was 
amended at the hearing so as to include the plan proposed by 
the carriers to govern the distribution of cars in the season of 
1927. Prior to and at the hearing the Growers’ & Shipper’ Pro- 
lective Association intervened in support of the complaint and 
2 California Farm Bureau Federation, California Growers’ and 
; ‘ppers Protective League, and the Fresno County Farm 
ureau intervened in opposition. 

Points made by the complainants, as summarized in the 
Teport, were as follows: 

‘ (1) It is impracticable for complainants to give notice to carriers 
ped -. requirements more than 24 hours in advance of the time when 
fed Cars are actually required for loading; (2) the: requirement of 
2 endants that all shippers not desiring to prepay transportation 
ane file with them surety bond covering charges on contemplated 

rements of grapes is unreasonable and subjects them to undue 
oe and gives to other classes of dealers and shippers undue 
he erence; (3) the employment by the carriers of district public ad- 
f ory committees, composed of other than carrier representatives, 


divians purpose of reviewing statements of car requirements of in- 
fo ual shippers and data submitted in connection therewith is 
; Proper and gives to their competitors information which may be 
sed to their detriment. 


te The Commission discussed each of those points. It said 
at the rules represented the result of an earnest and whole- 


hearted effort on the part of carriers and private car lines with 
the full cooperation of a large majority of shippers and growers, 
and marked a distinct advance over what had prevailed in the 
past. 

“We are not prepared at the present time, without a fair 
test, to say, upon this record that the present rules are unjust 
or unreasonable or otherwise in violation of the law except in 
the particulars hereinafter noted,’ says the report. 

The Commission specifically found no undue prejudice by 
reason of the requirement of a surety bond for the payment of 
charges. It said that those complaining about it, the evidence 
showed, would not, in most instances, be in position to prepay 
charges, as the carriers might require, It added that it ap- 
peared necessary that the carriers take some action to protect 
themselves in the matter of charges and that the requirement 
of a surety bond was not unusual, in such circumstances, in 
ordinary business transactions. 

No order was entered. The Commission said that the de- 
fendants would be expected to carry out the findings and rec- 
ommendations within a reasonable time. 


GRAIN AT GRAND FORKS, N. D. 


The Commission, by division 1, in No. 18738, North Dakota 
Mill and Elevator Association et al. vs. Northern Pacific (mimeo- 
graphed), has found unreasonable the rates on grain, from East 
Grand Forks, Minn., to the North Dakota Terminal in Grand 
Forks, N. D., for the future, to the extent they may exceed 3.5 
cents. It found them not unreasonable-in the past. The pres- 
ent rate is 5 cents. Prior to June 7, 1925, the rates were 6 
cents on wheat and 5.5 cents on coarse grains. The new rate 
is to be put into effect not later than April 16. 

In addition the Commission has found unreasonable and 
unduly prejudicial the defendant’s failure to accord transit serv- 
ice on such grain, that is, grain moving from East Grand Forks 
to the Grand Forks terminal, when the grain or product is des- 
tined to Minneapolis and Duluth, Minn., and related points, and 
points on the Northern Pacific west of Fargo, N. D. Transit 
is to be established, not later than April 16, at the single factor 
through rates from East Grand Forks to final destinations plus 
the same transit charge, 1.5 cents, as is contemporaneously 
assessed by the defendant on grain from points on its line north 
of Grand Forks, transited at the North Dakota Terminal. 

Commissioner Taylor wrote the report. The complainants, 
state of North Dakota, doing business as the North Dakota Mill 
& Elevator Association, the North Dakota Terminal Exchange, 
and the Farmers’ Cooperative Marketing Association, alleged 
the rates were unreasonable and that the failure to accord 
transit on grain, all within the limits expressed in the first para- 
graph, was unduly prejudicial. The North Dakota Terminal was 
built and is owned by North Dakota. It functions under state 
laws. According to Mr. Taylor’s report, it is the only grain 
terminal west of Minneapolis and Duluth functioning under 
state laws. It was built in 1922, when North Dakota amended 
its constitution and enacted laws to provide the grain growers 
in the state with milling and elevating facilities. The state 
mill and elevator are large establishments, terminal tracks 
around them aggregating about four miles in length, The ele- 
vator is about two miles from the East Grand Forks railroad 
terminal. 

All trains are taken to East Grand Forks for classification 
of the cars. The grain in question passes the North Dakota 
Terminal on its journey to East Grand Forks. A switch engine 
brings them back to the terminal. North Dakota allows a 
switching charge of about half a cent for movements within the 
terminal yards around its establishments. 

Commissioner Taylor’s report shows that the Commission 
in disposing of the case came to the conclusion that an intra- 
terminal charge of 3 cents, maintained from East Grand Forks 
to the Great Northern interchange néar the terminal, would be 
a reasonable charge for the haul from East Grand Forks to the 
tracks around the state institutions. To that he added half a 
cent for the movement in the terminal tracks around the state- 
a grain terminal, based on the North Dakota switching 
charge. 

Commissioner McManamy, concurring in everything except 
the 3.5 cent rate, said that collecting a line-haul charge of $40 
per car, at the present rate, for the service performed here, 
while performing similar services, including transit, at other 
points involving an out-of-line haul of 200 or more miles without 
charge, was surely straining at a gnat and swallowing a camel. 
A switching charge not to exceed $6.50 per car, he said, would 
amply compensate for the service here performed. He said 
it was not contended that there was a line-haul service per- 
formed. He said that to charge $40 per car, based on the av- 
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erage loading, was clearly unreasonable. The rate of $28 per 
car prescribed by the majority, he said, differed only in degree 
and “certainly is not the lowest possible rate compatible with 
the maintenance of adequate transportation service which we 
are directed to effect with the least practicable delay.” 

The Commission’s report calls attention to the general in- 
vestigation that is going on in Western Trunk Line territory. 
It said that the conclusions in this case, therefore, were without 
prejudice to any different conclusions which might be reached 
on a more comprehensive record in that general investigation 
or other proceedings. 


BRICK CASE DISMISSED 


The Commission, by division 4, has dismissed No. 19216, 
Acme Brick Co. vs. Illinois Central et al. (mimeographed), find- 
ing not unreasonable the rates on brick and other clay products, 
from Perla and Fort Smith, Ark., to Baton Rouge and New 
Orleans, La., and Jackson, Miss. 


SAND AND GRAVEL RATES 


A scale for making rates on sand and gravel, from East 
Liverpool, O., and other points in eastern Ohio, and Follansbee, 
W. Va., to destinations in Pennsylvania and West Virginia, rates 
to be effective not later than April 6, has been prescribed in 
No. 19006, Brilliant Sand Co. et al. vs. Baltimore & Ohio et al. 
(mimeographed). The Commission, by division 3, has found 
such rates to be unreasonable and unduly prejudicial to the 
complainants, corporations at East Liverpol, Leetonia, Steuben- 
ville and Brilliant, O., and Follansbee, W. Va. Their shipping 
points are.on the Pennsylvania, from 44 to 75 miles west and 
northwest of Pittsburgh. The complainants compared their 
rates with those prescribed by the Commission in Pennsylvania 
Sand & Gravel Producers’ Association vs. B. & O., 104 I. C. C. 
717, called the Pennsylvania case, as a desirable adjustment. 
They asked for the single-line scale prescribed in that case for 
both single and joint line hauls. 

The Commission prescribed that scale in this case for single- 
line hauls, but said that 20 cents a net ton might be added for 
joint-line hauls. The scale begins with a rate of 60 cents for 
distances of 20 miles and under. It progresses with ten-cent 
additions for 20-mile blocks up to 100 miles. Then its progres- 
sion is changed to ten cents for 25-mile blocks, running out at 
200 miles with a rate of 140 cents, applicable on routes em- 
bracing not more than three line-haul carriers. 


MIXED STEEL BOX RATES 


The Commission, by division 4, has dismissed No. 19158, 
Globe Machine & Stamping Co. vs. New York Central et al., 
mimeographed, finding not unreasonable or otherwise unlawful, 
the rates applicable on a mixed carload of steel tool boxes, 
automobile luggage boxes, and racks, from Cleveland, O., to 
Seattle, Wash., in 1924. The rates were subsequently reduced. 
The Commission again called attention to the fact that it was 
insufficient to prove unreasonableness to show that the rates 
charged exceeded those later established. 


FIRE BRICK SLIGO RULE CASE 


The Commission, by division 4, in No. 19497, Evans & 
Howard Fire Brick Co. vs. Mobile & Ohio et al., mimeographed, 
has found inapplicable the rate charged on a carload of fire 
brick from St. Louis, Mo., to Goodyear, Miss., to the extent it 
exceeded 26 cents, as contended for by the complainant, under 
the principle laid down in the Sligo case, 62 I. C. C. 643. Rep- 
aration was awarded. 


ROASTED COFFEE RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19597, Jewel Tea Co., Inc., vs. Baltimore 
& Ohio et al., mimeographed, as to the rate on roasted coffee, 
in packages, carloads, from Hoboken, N. J., to Escanaba, Mich. 
The Commission, by division 4, found the rate unreasonable to 
= extent it exceeded 69 cents, the subsequently established 
rate. 


ENAMELED SHEET STEEL CASE 


The Commission, by division 4, in No. 19206, Howard Stove 
& Furnace Co. vs. Burlington, mimeographed, has found second 
class L. C. L. rating and rate applied on pieces of enameled 
sheet steel, cut to size, bored or shaped, referred to as stove parts, 
from Chicago, Ill., to Ralston, Neb., inapplicable and the appli- 
cable rate and rating, first class, unreasonable to the extent they 
exceed or may exceed second class. The second class rating 
and rate are to be made effective not later than April 6. The 
carrier has been authorized to waive the collection of under- 
charges, the charges having been collected at second class. 


STEEL DROP FORGING BILLETS 
The Commission, by division 3, in No. 18225, Globe Malleable 
Iron and Steel Co. vs. Baltimore & Ohio et al., mimeographed, 
has found inapplicable the rates charged on steel drop forging 
billets, carloads, from Massillon, O., to Syracuse, N. Y. It found 
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applicable a billet rate of $5.04 per long ton and awarded Tep- 
aration to that basis. 


STEEL ARTICLES RATES 

The Commission, by division 4, in No. 19232, Wickwire 
Spencer Steel Co. vs. New York Central, mimeographed, has 
found unreasonable the fifth class rates imposed on such irop 
and steel articles as steel wire, wire nails and wire mesh for 
concrete reinforcement, from Harriet, N. Y., to Cleveland ang 
Elyria, O., to the extent they exceeded 23 cents and awardeg 
reparation to that basis. Fifth class rates of 25 cents to Cleve. 
land and 25.5 cents to Elyria were collected. The rates were 
in violation of the aggregate of intermediates part of the fourth 
section and the Commission said that the situation here cop. 
sidered was like that in American Shipbuilding Co. vs. Director. 
General, 89 I. C. C. 601, involving the so-called short-haul irop 
and steel rates. 


GINGER ALE RATES 


The Commission, by division 3, has dismissed No. 18803, 
Smith, Richardson & Conroy, Inc., vs. Boston & Albany et al, 
mimeographed, finding not unreasonable or otherwise unlawful 
the rates on ginger ale, carloads, from Hudson Upper, N. y,, 
to Jacksonville, Fla. 


IRISH POTATO RATES 


An order of dismissal has been made in No. 19231, Purse 
Brothers vs. Norfolk Southern et al., mimeographed, the Com. 
mission, by division 4, finding not unreasonable or unduly pre. 
judicial, the rates on Irish potatoes, from Elizabeth City, N. ¢, 
to Toledo, O. 


SCRAP COPPER WIRE RATE 
The Commission, by division 4, has dismissed No. 18644, 
Louis Cohen and Son vs. Delaware & Hudson Co. et al., mimeo- 
graphed, finding not unreasonable or unduly prejudicial, the 
rate on scrap copper wire, carloads, from Providence, Pa., to 
Carteret, N. J. 


ASPHALT COMPOUND RATE 


The Commission, by division 4, has dismissed No. 19219, 
California Wire & Cable Co., Inc., vs. C. & N. W. et al., mimeo- 
graphed. It found the rate on asphalt compound, carloads, from 
Chicago, Ill., to Orange, Calif., unreasonable to the extent it 
exceeded 83 cents, minimum 60,000 pounds, the subsequently 
established rate. Charges were collected at a rate of 83 cents. 
The Commission authorized the waiving of the undercharges. 


BULK BARLEY CHARGES 


The Commission, by division 4, in No. 18870, Globe Grain 
& Milling Co. vs. Missouri Pacific et al. (mimeographed), has 
found unreasonable the charges applicable on a carload of bulk 
barley, from Leoti, Kan., to Santa Paula, Calif., and one carload 
of bulk kaffir corn, from St. Vrain, N. M., to Santa Ana, Calif, 
and authorized the waiving of the undercharges. The report 
covers a sub-number, Same vs. Santa Fe et al. The case grew 
out of the fact that the carriers furnished a car which, when 
loaded to full visible capacity, was not large enough to hold 
the 60,000-pound minimum. A part of the shipment went for- 
ward in another car. There was no provision in the tariff 
allowing charges to be calculated on actual weight when a car 
of that sort was furnished. 

Failure of the carriers to publish a carrier’s convenience 
rule, the Commission found, was unreasonable. Such a rule 
is to be published not later than April 6. Refund of the charges 
in excess of those accruing on actual weight was made so that 
there were outstanding undercharges to the amount of the re 
fund, which the carriers have been authorized to waive. 


EXCAVATING MACHINERY RATES 


The Commission, by division 4, in No. 19234, Trenton Cham- 
ber of Commerce vs. Atlantic Coast Line et al. (mimeographed), 
has found inapplicable the carload rate on excavating machinery 
shipped from Toledo, O., to Crossley Station, Fla., in 1925, but 
that the applicable class N rate beyond Jacksonville, Fla., was 
not unreasonable, It has awarded reparation down to the basis 
of the applicable rate. 


YELLOW PINE MISROUTED 


The Commission, by division 4, in No. 19182, Henry G. Brab- 
ston vs. Louisville & Nashville (mimeographed), has found that 
the defendant misrouted a carload of yellow pine lumber 
shipped from Evergreen, Ala., to Louisville, Ky., and reconsigned 
to Barbourville, Ky., and awarded reparation. Local rates t0 
and from Louisville were collected. The tariff allowed recol- 
signment, without restriction as to route, from point of origit 
to destination at a rate of 34 cents, plus a reconsignment charge 
of $6.30 per car. The carrier contended there was a back haul. 
The complainant pointed out that the car could have been moved 
to Barbourville over the Lexington branch, without a back haul, 
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at the through rate of 34 cents. The carrier contended that the 
natural and customary route from Evergreen to Barbourville 
was Via Lebanon Junction, Ky., and that the shipment was out 
of route when it passed through Lebanon Junction. 

The Commission said the restriction of a rate to a par- 
ticular route had to be made by clear and unequivocal language 
and that, as there were no routing restrictions in the tariff 
carrying the 34-cent rate, that rate was applicable over the route 
through Louisville, Frankfort and Richmond, Ky. 


EVAPORATED MILK RATES 


The Commission, by division 3, has dismissed No. 17490, 
Fred C. Mansfield Co, vs. C. & N. W. et al. (mimeographed), 
fnding applicable and not unreasonable, unduly prejudicial, or 
in Violation of the fourth section of the interstate commerce act, 
the rates charged on carloads of evaporated milk, in cans, 
from Johnson Creek, Wis., to various destinations in Trunk 
Line and New England territories. A commodity rate of 63 
cents was published to New York, N. Y., a representative des- 
tination. Complainant contended that, under the intermediate 
point rule, a rate of 60 cents should have been applied and a 
representative of the C. & N. W. was willing to refund to that 
basis, but the Commission found that, in other cases, it had 
approved as high or higher rates for like distances.” 


ICE RATE UNREASONABLE 


The Commission, by division 4, in No. 19869, Dixie Cream- 
eries, Inc., vs. Louisiana & Arkansas (mimeographed), has found 
unreasonable but not unjustly discriminatory or unduly preju- 
dicial, the rate on ice, carloads, from Shreveport, La., to Hope, 
Ark., in 1925, to the extent that it exceeded 11.5 cents, minimum 
40,000 pounds, and awarded reparation. The 11.5-cent rate was 
established in November, 1925, 


MATCH BLOCK CHARGES 


An order of dismissal has been made in No. 19679, Federal 
Match Corporation vs. Boston & Maine et al. (mimeographed), 
the Commission, by division 4, finding not unreasonable or 
otherwise unlawful, the switching, demurrage and reconsignment 
charges, collected at destination, on a carload of match blocks 
shipped from Littleton, N. H., milled in transit at East Jaffrey, 
N. H., and reshipped to Bloomburg, Pa. 


LUMBER DEMURRAGE 


The Commission, by division 4, has dismissed No. 19661, 
Pine Plume Lumber Co. vs. Seaboard Air Line (mimeographed), 
finding demurrage charges imposed on a carload of lumber 
shipped from Sandersville, Ga., held at West Palm Beach, Fla., 
in 1925, were applicable and not unreasonable. 


LIVE RABBIT RATES 


The Commission, by division 4, has dismissed No. 19578, 
American Rabbit & Cavy Breeders’ Association, Inc., vs. Ameri- 
can Railway Express Co. et al, (mimeographed), finding not 
unreasonable or otherwise unlawful, first class rates and rating 
on live rabbits and hares, in coops or crates, in Official Express 
Classification, between points throughout the United States. 
The complainant desired second class rates and ratings. 


COTTON RATES INAPPLICABLE 

The Commission, by division 4, in No. 19142, Mississippi 
Farm Bureau Cotton Association vs. Illinois Central et al., 
mimeographed, has found inapplicable the rates charged on 
cotton from points in Mississippi to destinations in southeast- 
ern, Carolina, and New England territories, warehoused at Mem- 
phis, Tenn. The Commission found that the applicable rates 
were and are the through rates from original point of shipment 
to final destination plus the transit charge at Memphis. It 
directed the refund of overcharges. 


HOUSEHOLD GOODS RATES APPLICABLE 


_An order of dismissal has been made in No. 19641, Jackson 
(Miss.) Traffic Bureau et al. vs. Illinois Central, mimeographed, 
the Commission, by division 4, finding applicable the rates 
charged on household goods, carloads, from Louisville, Ky., 
and St. Louis, Mo., to Jackson, Miss., in 1925 and 1926. 


PAPER BAG RECONSIGNMENT 


The Commission, by division 4, in No. 19105, E-Z Opener 
Bag Co, vs. Erie (mimeographed), has found unreasonable the 
collection of a reconsignment charge on a carload of paper bags, 
from New Orleans, La., to Scranton, Pa., in addition to rates 
to and from the point of reconsignment, It has awarded repara- 
tion and required the discontinuance of such a reconsignment 
charge. The complainant, the report said, relied upon Wilgus 
vs. Pennsylvania, 113 I. C. C. 617, and cases discussed therein, 
to support its allegation that the imposition of a reconsignment 
charge in a case of this sort was unreasonable. The consignee 
tefused to accept delivery except on his private siding. The 

ie could not make such delivery and the car was reconsigned 
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to Scranton. A combination of rates to and from the recon- 
signment point was collected. There was no question about the 
reasonableness of the to and from rates. The Commission said 
that contentions such as were made by the carriers in this case 
were answered in Cohen & Son vs. D. L. & W., 128 I, C. C. 727, 
and Sofranscy Co. vs. R. Co., 129 I. C. C. 617. It added that 
the record in this case was not persuasive that services ren- 
dered in the circumstances presented here justified the assess- 
ment of the assailed charge. 





OIL WELL SUPPLY RATE 


The Commission, by division 4, in No. 19126, Transconti- 
nental Oil Company et al. vs. Denver and Rio Grande Western 
et al., mimeographed, has found unreasonable the rate charged 
on oil well supplies, carloads, from Delta, Colo., to Opal, Wyo. 
It found the rates charged were unreasonable to the extent 
they exceeded $1 and awarded reparation. The Commission 
said no order for the future would be entered because the rec- 
ord did not disclose any necessity therefor. That non-action, 
the Commission said, was without prejudice to the right of the 
complainants to apply for such an order in the event the neces- 
sity for such a rate later developed. 


GREEN SALTED HIDES RATE 


The Commission, by division 4, in No. 18984, Northwestern 
Leather Co. Trust vs. Georgia Southern & Florida et al. (mimeo- 
graphed), has found unreasonable the rate charged on green 
salted hides from Tifton, Ga., to Portville, N. Y., in 1924, to the 
extent it exceeded 70 cents, and awarded reparation to that 
basis. It found the present rate of 70 cents not unreasonable. 


EXCESSIVE DEMURRAGE CHARGES 


The Commission, by division 4, has dismissed No. 18980, 
Consolidated Lumber Co. vs. Lehigh Valley (mimeographed), 
finding the demurrage charges collected on a carload of lumber 
at Hazelton, Pa., originating at Lamison, Ala., not unreasona- 
ble, but in excess of those applicable on account of failure of 
the carrier to give wired notice of a refused or unclaimed ship- 
ment as required by the rules. The Commission said it was 
immaterial whether complainant received notice otherwise that 
the shipment was refused or unclaimed, for the tariff require- 
ment that consignor be advised by wire could not be waived. 
It has directed the refund of the overcharge. 


BAR IRON RATES 


The Commission, by division 4, in No. 16679, Knoxville Iron 
Co. vs. Louisville & Nashville et al. (mimeographed), has found 
not unreasonable or otherwise unlawful the carload rates on bar 
iron, angle bars and channel bars, from Knoxville, Tenn., over 
an interstate route, to main-line stations of the Nashville, Chat- 
tanooga & St. Louis between Bridgeport, Ala., and Nashville, 
Tenn, It has found unreasonable, but not unduly discriminatory 
or unduly prejudicial, the carload rates on bar iron, angle or 
channel bars, from Knoxville over an interstate route to branch- 
line stations of the N. C. & St. L. betwen Bridgeport, Ala., and 
Nashville, Tenn. It found the less-than-carload rates on the 
commodities mentioned from and to the same points not unrea- 
sonable or otherwise unlawful. It found the condemned rates 
unreasonable to the extent they exceeded from Knoxville the 
following rates: Pikeville, 31 cents; Orem, 28 cents; Palmer, 
33 cents; Columbia, 34 cents; Capshaw and Clifty, 35 cents; 
Shelbyville, 33 cents; and Lebanon, 27 cents. 

The Commission said that inasmuch as the lower rates found 
reasonable herein had already been put into effect, no order 
for the future was necessary. 


GRAIN DIVISION UNJUSTIFIED 


The Commission, by division 1, in I. and S. No. 2963, pro- 
portional rates on grain from Des Moines, Ia., to points in Texas 
(mimeographed), in a report written by Commissioner McMan- 
amy, has found not justified the proposed rates on grain and 
grain products from Des Moines to destinations in Texas, or- 
dered the suspended schedules canceled, and discontinued the 
proceeding. The finding, however, is without prejudice to the 
filing of new schedules establishing a proportional rate of 39 
cents from Des Moines to points in Texas on grain originating 
in Iowa. The suspended schedules were filed in purported com- 
pliance with the Commission’s decision in Des Moines Board of 
Trade vs. D. M. & C, I., 102 I. C. C. 186. 


MURIATE OF POTASH RATE 
The Commission, by division 3, has dismissed No. 18933, 
American Potash & Chemical Corporation vs. Duluth, Missabe 
& Northern et al. (mimeographed), finding not unreasonable or 
otherwise unlawful the rate charged on a carload of muriate 
of potash, from Trona, Calif., to Meadowlands, Minn., in April, 
1925. 


BRASS INGOT AND SCRAP RATES 


The Commission, by division 3, has dismissed No. 18421, 
Federated Metals Corporation vs. Central of New Jersey et al. 
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(mimeographed), finding the rates charged on brass ingots, 
carloads, from Newark, N. J., to destinations in New England 
territory, not unreasonable. It has further found not unreason- 
able the rates on copper scrap and brass scrap, carloads, be- 
tween Newark, N. J., and points in New England. It said that 
the complainant had not been shown to have been damaged by 
any undue prejudice which might have existed. 


RATES ON PILING 


A finding of unreasonableness and an award of reparation 
have been made in No, 18857, Manassas Timber Co. vs. Blythe- 
ville, Leachville & Arkansas Southern et al. (mimeographed), 
as to rates on piling, carloads, from points in Arkansas and 
Missouri to Stolle, Ill. The Commission, by division 4, found 
the rates charged were unreasonable to the extent they exceeded 
18.5 cents from Risco, Ogden and Canalou, Mo., and 20.5 cents 
from Draffen and Walters, Ark. 


COILED WIRE SPRING RATE 
The Commission, by division 4, in No. 18921, Barker Bros., 
Inc., vs. Southern et al. (mimeographed), has found applicable 
but unreasonable the rate charged on a carload of coiled wire 
springs, from Cincinnati, O., to Los Angeles, Calif., in 1923, to 
the extent it exceeded $1.78 and awarded reparation to that 
basis. It found the rate was not unduly prejudicial. 


CORN CHOP RATES 


The Commission, by division 4, in No. 18539, Fowler Com- 
mission Co. vs. Burlington et al. (mimeographed), has found 
inapplicable and/or unreasonable, the rates charged on Car- 
loads of corn chops, milled in transit at Kansas City, or St. 
Joseph, Mo., from corn originating in Kansas, Nebraska, and 
Iowa, and forwarded to Shreveport, La., and awarded reparation. 
The Commission found that, in respect of shipments transited 
at Kansas City, the rates charged on a shipment originating 
at Everest, Kan., were inapplicable to the extent they exceeded 
40 cents; that the rates charged on shipments originating in 
Iowa were unreasonable to the extent they exceeded the lowest 
combination of corn rates contemporaneously in effect via 
Omaha or Council Bluffs; that those charged on shipments origi- 
nating in Nebraska on the Burlington were inapplicable to the 
extent previously indicated and also were unreasonable to the 
extent they exceeded the lowest combination of corn rates in 
effect via Omaha or Kansas City and that the rates on ship- 
ments originating elsewhere in Nebraska and in Kansas were 
unreasonable to the extent they exceeded the lowest combination 
of corn rates in effect over the route of movement. It further 
found that the rates charged on shipments transited at St. 
Joseph were unreasonable to the extent that they exceeded the 
corresponding rates on corn. 


AUTOMOBILE HEATER RATE 

The Commission, by division 4, in No. 18703, Cumings 
Brothers vs. Wabash et al., mimeographed, has found unrea- 
sonable on any-quantity rate on a carload of automobile heaters 
shipped from Keokuk, Ia., to Flint, Mich., in 1923, and awarded 
reparation. The Commission found the rate assailed unreason- 
able to the extent it exceeded the contemporaneous fourth class 
rate of 52.5 cents. A fourth class rate was established after 
the shipment was made. Nearly two months before the ship- 
ment was made the complainant asked for the establishment of 
a carload rate. 


LUMBER RATES AND CHARGES 


The Commission, by division 4, has dismissed No. 19118, 
H. F. Stanley Lumber Company vs. Yazoo & Mississippi Val- 
ley et al., mimeographed, finding applicable and not unreason- 
able the rates and charges collected on a carload of lumber 
shipped from Brandon, Miss., to Wynona, Okla., in May 1924, 
and reconsigned to Depew, Okla. 


BLACK POWDER RATES 


The Commission, by division 4, has dismissed No. 18464, 
Austin Powder Company vs. Wheeling & Lake Erie et al., mime- 
ographed, finding not unreasonable the rates‘on black powder, 
carloads, from Falls Junction, O., to Boonville, Evansville and 
Oakland City, Ind., and Coopers and Sparta, II. 


PAVING BRICK RATES 


An order of dismissal has been made in No. 18395, Puring- 
ton Paving Brick Company et al. vs. Ahnapee & Western et al., 
mimeographed, the Commission, by division 4, finding not un- 
reasonable or unduly prejudicial the rates on vitrified paving 
brick, carloads, from Galesburg and Streator, IIl., to destina- 
tions in Wisconsin, Michigan, Minnesota, the Dakotas, Ne- 
braska, Wyoming, Colorado, Kansas, Missouri, and Iowa. 


STEEL BAR RATE 


The Commission, by division 4, has dismissed No. 19447, 
W. M. Dutton & Sons Co., Inc., vs. Burlington, mimeographed, 





Vol, XLI, No. 1 


finding the rate charged on an L. C. L. shipment of steel bars 
from Hastings, Neb., to Harvey, Ill., in 1925, was applicable.’ 


PORCELAIN INSULATOR RATES 


An order of dismissal has been made in No. 19124, Baker. 
Joslyn Company vs. Burlington et al., mimeographed, the Com. 
mission, by division 4, finding not unreasonable the rates on 
porcelain insulators, carloads, from Macomb, IIl., to Los Ap. 
geles and San Francisco, Calif. 


SCRAP IRON BORINGS RATE 


The Commission, by division 4, in No. 19190, Joseph Schon. 
thal Company vs. New York Central, mimeographed, has foun 
the rate on two carloads of scrap iron borings from Dunkirk, 
N. Y., to Cleveland, O., unreasonable to the extent that it ex. 
ceeded $2.52 per long ton, and awarded reparation. 


CATTLE RATE 


The Commission, by division 4, in No. 19120, New York 
Butchers’ Dressed Meat Company vs. Pennsylvania et al., mime. 
ographed, has found unreasonable a commodity rate on cattle 
from Willeys and Taylorville, Ill., to New York, N. Y., imposed 
on shipments between October 30, 1922, and November 12, 1924, 
to the extent it exceeded 63 cents, and awarded reparation. 


ANIMAL BONE RATES 


An order of dismissal has been made in No. 19187, Wilson 
& Co. vs. Santa Fe et al., mimeographed, the Commission, by 
division 4, finding applicable the rates charged on animal bones, 
carloads, from Kansas City, Kan., to Chicago and West Han- 
mond, Ill., Detroit, Mich., and Philadelphia, Pa., in 1923 and 1924, 


REBUILT FREIGHT CAR RULE 


The Commission, by division 5, in No. 17849, Bangor & 
Aroostook vs, American Railway Association et al., opinion No. 
12953, 136 I. C. C. 727-56, has condemned as unreasonable Ameri- 
can Railway Association Mechanical Division (M. C. B.) inter- 
change rule 112, in so far as it affects settlements to be made 
for rebuilt freight cars when badly damaged or destroyed on 
the lines of railroads other than their owners. A reasonable 
rule has been prescribed, but no order has been issued. The 
Commission said it expected the defendants to modify their 
rules to conform with its conclusions and that if that were not 
done within a reasonable period, the complainant might bring 
the matter to its attention for appropriate action. 

The association and the individual railroads subscribing to 
the interchange rule were made defendants. Motions to dismiss 
for lack of jurisdiction were denied by the Commission at the 
time of the hearing. That action was affirmed in this report. 

In substance the Bangor & Aroostook asserted that the rule 
in question, as construed by the association, gave the owner a 
rebuilt car damaged or destroyed on the rails of a railroad that 
had received it in the course of interchange of cars an inade- 
quate compensation for his damaged or destroyed property. 
Members of the association divided on the subject when it came 
time to defend the rule. Nine members, owning 276,397 cars, 
admitted the rule was unreasonable. Fourteen voting members 
and fourteen short line non-voting members denied that the 
rule was unreasonable. Other members took other positions. 
The great majority, however, the report said, filed no answer 
to the complaint, The Western Maryland, Chicago & Alton and 
the. St. Louis-San Francisco offered testimony against the rule. 
The Commission’s findings, which include a definition of a re 
built car, are as follows: 


The freight cars which have been rebuilt under the sanction of 
the interchange rules and which are now in service will continue to 
circulate until their interchange is restricted, irrespective of the char- 
acter of settlement rule which is applied when such units are de- 
stroyed on the lines of railroads other than their owners. Hence, as 
regards equipment rebuilt in the past, it is unlikely that the estab- 
lishment or nonestablishment of a rebuilt-car settlement rule will 
materially affect the matter of safety in railway operation. Under in- 
structions to bring in a rebuilt-car rule, the special committee on 
rebuilt cars, consisting of 10 prominent railroad mechanical officers, 
formulated a proposed rule which is apparently designed to effect 
substantial justice as between car owners and users. They suggested, 
in part, that as applied to units reconstructed in the past a rebuilt- 
car settlement rule should be confined to cars in classes A to E-2, and 
as regards those reconstructed in the future only classes A to D 
should be recognized. : 

We find that as to past and future, a rebuilt freight car is one 
which the carrier was, is now, or in the future may be required by 
the accounting rules of the commission to record in equipment-invest- 
ment accotnt. We further find that for freight cars rebuilt in the 
future, that portion of the proposed rule formulated by the special nage 
mittee on rebuilt cars, which contemplates settlement for cars 0 
classes A to D on basis of 80 per cent of reproduction cost new, less 
depreciation from date rebuilt, will be reasonable if modified to con- 
form with the foregoing definition of what constitutes a rebuilt car. 
As to freight cars reconstructed in the past, we find that the present 
rule is unreasonable, and that for the future a rule which provides 
for settlement for cars in classes A to D on basis of 80 per cent t 
reproduction cost new, less depreciation from date rebuilt, cars 0 
classes E-1 and E-2 on basis of 70 per cent of reproduction cost — 
less depreciation from date rebuilt, and cars of classes E-3 and E- 
on basis of 60 per cent of reproduction cost new less depreciation from 
date rebuilt, will be reasonable. 
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February 18, 1928 


WESTERN MEAT RATE REVISION 


In a report written by Commissioner McManamy, in I. and 
gs, No. 2595, meats and packing-house products to, from, and 
petween Southwestern and Western Trunk Line points, opinion 
No. 12940, 136 I. C. C, 651-79, the Commission has approved a 
compromise scale agreed upon in conferences among shippers, 
carriers and representatives of the Commission as a substitute 
for the schedules proposed by the carriers. It is a modified 
9107 scale. The scale is so called because it was prescribed 
in I. and S. No. 2107, Commodity Rates in Southwestern Terri- 
tory, 101 I. C. C. 308. The original and the modified scales cover 
fresh meats and packing-house products, including lard sub- 
stitutes and vegetable cooking oils. 

Rates made in accordance with that modified scale are to 
apply on the commodities named, in straight or mixed carloads, 
petween points in Southwestern territory, from points in that 
territory to Kansas City, St. Louis, Chicago and Mississippi 
River crossings south of St. Louis, and points beyond basing 
thereon, and from points in Western Trunk Line territory. 

Approval of the compromise scale was given in the way 
customary in suspension proceedings; that is to say, the Com- 
mission found not justified the proposals made by the carriers, 
without prejudice to their filing new schedules based upon the 
modified scale. 

In addition to prescribing a scale in that way, the Com- 
mission found unreasonable, in the past, rates on fresh meats 
and packing-house products, in straight or mixed carloads, from 
points of origin in Western Trunk Line territory to destinations 
in Southwestern territory and awarded reparation in No, 15389, 
Swift & Co. vs. Santa Fe et al.; No. 18473, George A. Hormel 
& Co. vs. C. M. & St. P. et al.; No. 15606, Armour & Co. et al. 
ys. Santa Fe et al.; No, 15446, Albert Lea Packing Co. et al. 
vs. Rock Island et al.; and No. 18741, Swift & Co. vs. Santa Fe 
et al. 

Fourth section relief was accorded in fourth section order 
No. 9742, based on applications filed on behalf of the carriers 
by Agents Hosmer, Fonda and Leland. 

The scale, for joint and single line application, begins witn 
rates of 15 and 19 cents for single and joint-line hauls on fresh 
meats for distances of five miles and under and rates of 12 and 
15 cents for the same bracket on packing-house products. Dif- 
ferences in rates for single and joint line hauls disappear in the 
first block, of 25 miles, after 500 miles. The scale runs out at 
1,750 miles with a rate of 126 cents on fresh meats and 109.5 
cents on packing-house products. It progresses in  five-mile 
blocks up to 150 miles, then in ten-mile blocks up to 260 miles, 
then in twenty-mile blocks to 400 miles, then in twenty-five- 
mile blocks to 1,000 miles, beyond which the blocks become fifty 
miles long. Distances are to be computed so as to embrace 
not more than three carriers, over direct routes via existing 
carload interchange points. The scale is carried as Appendix 
A to the report. The report summarizes the agreement which 
covers the compromise scale in the following language: 

The shippers and carriers have agreed that the 2107 scale on 
packing-house products, as extended under the Procter & Gamble 
case, 101 I. C. C. 563, on lard and lard substitutes, should be applied 
from St. Louis and Kansas City to points in southwestern territory 
and between points in that territory, except from points in that ter- 
ritory to Kansas City, Chicago, and the Mississippi River crossings; 
that the rates to points in Texas differential territory and in eastern 
New Mexico should be based on the scale of differentials prescribed 
on lard and lard substitutes, etc., in the Procter & Gamble case; and 
that the rates on fresh meats should be 118 per cent of the rates on 
packing-house products. They have further agreed that the standard 
scale should be extended to 1,750 miles by adding 1.5 cents for each 
50 additional miles beyond 1,250 miles, on packing-house products, 
and by adding 3.5 cents for each additional 100 miles over 800 miles 
to and including 1,200 miles, and 1.5 cents for each additional 50 miles 
beyond 1,200 miles, on fresh meats. 

This case, in a way of speaking, represented an accumula- 
tion of complaints and attempts to satisfy them involving prior 
adjustments made by the Commission, particularly Investigation 
of Alleged Unreasonable Rates on Meats, 22 I. C. C. 160; 23 
I. C. C. 656, first decided in December, 1911, in which the so- 
called 1716 scale was prescribed; the Wilson Case, 81 I. C. C. 
79, in which the 1716 scale as modified by the general percent- 
age increases was applied; Commodity Rates in Southwestern 
Territory, 101 I. C. C. 308, wherein the so-called 2107 scale, 
somewhat different from the 1716 scale, was prescribed; Procter 
& Gamble Distributing Co. vs. St. L.-S. F., 101 I. C. C, 563, and 
No. 15362, Jacob E. Decker & Sons et al. vs. Rock Island et al. 
_ The suspended schedules were filed, the report said, partly 
Mm purported compliance with the decisions in the Procter & 
Gamble case and Commodity Rates in Southwestern Territory. 
Owing to the agreement on the modified 2107 scale, Com- 
missioner McMahamy said the principal questions to be deter- 
mined were: What arbitraries should be applied from pro- 
ducing points in Western Trunk Line territory to St. Louis and 
Kansas City on traffic to Southwestern territory; what fourth 
section relief, if any, should be granted; and the reparation 
Prayers contained in the formal docket complaints. In dispos- 
ing of the case, the Commission said: 


Since the record in these cases was made, upon which the previ- 
ously described agreements between the parties are stated, we have 
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decided Consolidated Southwestern Cases, 123 I. C. C. 203. In that 
proceeding we prescribed bases for constructing class rates and 
rates on many commodities which differ in a number of particulars 
from the bases agreed upon by the parties in this case and pointed 
out the desirability. of uniformity in rate construction in the South- 
west. However, the rates on the commodities here before us were 
not under consideration in that proceeding. The bases of rates 
agreed upon by the parties are predicated upon scales heretofore 
found reasonable by us for application to this traffic. While it may 
appear to be desirable in the interest of uniformity that rates on 
these commodities conform to the general adjustment prescribed in 
the Southwestern Cases, the record before us does not warrant the 
prescription of a basis different from that agreed upon. 

We find that the schedules as a whole have not been justified, and 
their cancellation will be ordered without prejudice to the filing of 
new schedules establishing rates upon the bases hereinafter found 
reasonable. 

We further find that the scale of rates set forth in Appendix A 
hereto will be reasonable for the future for interstate application 
on fresh meats and on packing-house products, including lard, lard 
substitutes, and vegetable cooking oils, in carloads, between points 
in southern Kansas, southern Missouri, Arkansas, Louisiana west of 
the Mississippi River, Oklahoma, Texas, eastern New Mexico as 
described in Appendix A, and from Kansas City, Mo.-Kans., points 
in Kansas, St. uis, Mo., and Mississippi River crossings south of 
St. Louis, to destinations in those states. 

We further find that the through rates from the points of origin 
named in Appendix B hereto to points in southern Kansas, southern 
Missouri, Arkansas, Louisiana west of the Mississippi River, Okla- 
homa, Texas, and eastern New Mexico as described in Appendix A, 
are, and for the future will be, unreasonable and unduly prejudicial 
to the extent that they exceed rates constructed by adding to the 
rates between points in the states named, on the one hand, and 
Kansas City or St. Louis, on the other hand, the arbitraries or 
bases of arbitraries, and to the extent that they depart from the 
relationships resulting from applying rates so constructed, as shown 
in said Appendix B; provided that in no case shall the rates so con- 
structed exceed rates under the scale set forth in Appendix A for 
the through distances from points of origin to destinations computed 
as provided in said Appendix A. 

We further find that the rates on fresh meats and packing-house 
products, in straight carloads, assailed in No. 15389 from points in 
Illinois, Iowa, Missouri, Kansas, and Nebraska; in No. 18741 from 
Watertown, Wis.; in No. 18473 from Austin, Minn.; in No. 15606 
from South St. Paul, Minn., Sioux City, Ia., South Omaha, Nebr., 
South Sts Joseph, Mo., Kansas City, Mo.-Kans., St. Louis, Mo., and 
East St. Louis and Chicago, Tll.; and in No. 15446 from Chicago, 
Albert Lea and Faribault, Minn., and Nebraska City, Nebr., to desti- 
nations in the southwestern states hereinabove named, were unrea- 
sonable in the past to the extent that the rates from Kansas City, St. 
Joseph, St. Louis, and East St. Louis exceeded the 1716 scale, the 
rates from South St. Joseph to be based on the distances from Kansas 
City, and to the extent that the factors south of Kansas City and 
St. Louis, used in making through rates from the other origin points 
named, exceeded the 1716 scale. 

We further find that the rates assailed on the same commodities, 
in mixed carloads, from and to the same points were unreasonable 
to the extent that they exceeded the rates found reasonable in the 
next preceding paragraph, based on the respective weights of the 
commodities in the shipment, subject to a minimum of 21,000 pounds 
at the fresh-meat rate on the entire shipment. 

We further find that complainants in Nos. 15389, 18741, 18473, 
15606, and 15446 made shipments as described and paid and bore the 
charges thereon; that they have been damaged thereby in the amount 
of the difference between the charges paid and those which would 
have accrued at the rates herein found reasonable; and that they 
are entitled to reparation, with interest. Complainants should com- 
ply with Rule V of the Rules of Practice. Previous reports, 81 I. C. 
Cc. 78: 109 1. C. C. 86s 109 FT. C. C. S61. 

The carriers parties to the fourth-section applications embraced 
in this report and other carriers defendants and respondents herein 
will be granted authority under the fourth section: 

1. To meet over west-side routes at the Mississippi River cross- 
ings, Memphis, Tenn., and south, the rates of the east-side lines from 
western trunk-line points west of the Mississippi River, including 
points in Kansas, and to maintain higher rates at intermediate desti- 
nations in southwestern territory based on the scale herein found 
reasonable from points in Kansas and from Kansas City, Mo.-Kans., 
and St. Louis, Mo., and on that scale, as applied from Kansas City and 
St. Louis, plus the arbitraries herein found reasonable, from western 
trunk-line points; provided that in no instance shall the rate es- 
tablished over any west-side route to such Mississippi River cross- 
ings be less than 75 per cent of the scale set forth in Appendix A 
for the through distance over such route from point of origin to 
such Mississippi River crossing, and provided that in no instance 
shall such rates exceed the lowest combination. 

2. To maintain their present rates from southwestern producing 
points to Kansas City, Chicago, and Mississippi River crossings, 
St. Louis and south, and to points to which the rates are made 
differentials over or with relation to the rates to Kansas City, 
Chicago, or the Mississippi River crossings, and to maintain higher 
rates based on the scale to intermediate destinations in southwestern 
territory; provided that in no instance shall the rate to Kansas City, 
Chicago or a River crossings, St. Louis and south over 
any route be less than 75 per cent of the scale rate set forth in 
Appendix A for the distance over such route, and provided that in 
no instance shall such rates exceed the lowest combination. 

3. To establish and maintain over all routes from any point of 
origin to any point of destination within southwestern territory the 
lowest rates prescribed or approved herein for application over any 
route between those points and to maintain higher rates from, to, and 
between intermediate points, provided that the rates from, to, or 
between higher rated intermediate points shall not exceed the scales 
of rates prescribed or approved herein and shall in no case exceed 
the lowest combination of rates subject to the interstate commerce 
act, provided also, that the relief authorized shall not apply in 
connection with routes that are more than 70 per cent longer than the 
direct routes, and further provided that in no instance shall such 
rates exceed the lowest combination. 

It seems unnecessary to enter an order for the future. The orders 
heretofore entered in the Wilson case and the Decker case will be 
vacated to the extent that they are inconsistent with our findings 
herein. An appropriate fourth-section order will be entered. 


Arbitraries and the methods for ascertaining arbitraries 
where they are not set forth in definite figures for specified 
points are as follows: 


For maximum rates to points in New Mexico on or east of the line 
of the Atchison, Topeka & Santa Fe through Raton, Albuquerque, 
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Isleta, Belen, Las Cruces, and including Santa Fe, and to points in 
Texas differential territory, add the following differentials in cents 
per 100 pounds on packing-house products for so much of the total 
distance, via the route by which the rate is determined, as lies in 
New Mexico so defined or in Texas differential territory, except the 
Chicago, Rock Island & Gulf, Amarillo, Tex., and east: 


Cents Cents 
25 miles and leSS........cccces 2 250 miles and over 200.......... 10 
50 miles and over 25.......+.-- 3 300 miles and over 250.......... 11 
75 miles and over 50......c00. 4 350 miles and over 300.......... 12 
100 miles and over 175.......... 5 400 miles and over 350.......... 13 
125 miles and over 100.......... 6 450 miles and over 400.......... 14 
150 miles and over 125.......... 7 500 miles and over 450.......... 15 
175 miles and over 150.......... 8 Se CE no Bees cine eeckeeaes 16 
200 miles and over 175.......... 9 


For maximum rates on fresh meats to and from the points in 
eastern New Mexico and Texas differential territory above described, 
first obtain the maximum rate on packing-house products and then 
determine 118 per cent thereof, resolving fractions of one-half or 
more to the next whole cent and dropping fractions less than one-half. 


APPENDIX B 


Western trunk-line arbitraries 





Packing- Packing- 
house house 

products, * products, * 

minimum minimum 

30,000 pounds 30,000 pounds 

To To To To 

Kan. St. Kan. St. 

City, Louis, City, Louis, 

Mo. Mo. Mo. Mo. 

From Cts. Cts. From Cts. Cts. 
Nebraska, City, Neb.. 7 15 Dubuque, Fa. ....6.. 15 14 
Omena, Neb. 0200 8 15 CUGENS, Wie. vsccecse 15 14 
South Omaha, Neb... 8 15 Milwaukee, Wis. ..... 15 14 
CCMMIWE, FAs cccdicces 8.5 10 Faribault, Minn. ..... 15 18 
Des Moines, Ia....... 9 14 CHICHED, FH. ccvcccces 15.5 12 

Cedar Rapids, Ia......12 13 St. Paul, Mimn....666 0 16.5 18.5 

Se GE, Bie ccice ccs 12 18 South St. Paul, Minn.16.5 18.5 

Davenport, Ta. 2.00% 13 10 Minneapolis, Minn. ..16.5 18.5 
Fort Dodge, Ia....... 13 15.5 Watertown, S. D...... 18.5 20 
Marshalltown, Ia. ....13 14 Puron, 8. De ccccocces 18.5 20 

Mason City, Ia....... 13.5 15.5 Madison, Wis. ....... 17 14.5 
ot 2 | See 14 7 Green Bay, Wis...... 18.5 16 
Wterioo, Th. .cccccce 13 14 Winona, Wis. ....... 18.5 18 
Sioux Falls, S. D..... 14.5 16 Eau Claire, Wis...... 22 20 
Albert Lea, Minn....14.5 16 Waree, Ie Wess ccciesaz 23.5 25 
Austin, Minn. ....... 14.5 16 





*To obtain through rates on fresh meats, minimum 21,000 pounds, 
first determine the through rate on packing-house products by adding 
the arbitraries above named to the base rates from Kansas City or 
St. Louis, as the case may be, or base rates elsewhere herein approved 
south of such gateways. Then determine 118 per cent of such through 
rate on packing-house products, resolving fractions of one-half or more 
to the next whole cent and dropping fractions less than one-half. 


Chairman Campbell concurred in the report, except as to 
the grant of fourth section relief. From that he dissented. 


Asserting that justice was not a one-sided affair, Commis- 
sioner Eastman gave reasons why he could not agree with the 
majority in full in its grant of fourth section relief. In part, he 
said: 


With the relief granted from southwestern points south of the 
Missouri River and Kansas to the lower Mississippi River crossings, 
however, I am not in accord. In these instances no direct competi- 
tion exists from and to the same points, and the relief is granted 
because of indirect market competition. My reasons for believing 
that fourth-section relief should be denied in such instances were 
fully stated in Paper and Paper Articles to New Orleans, 88 I. C. C. 
345, 351-353; and in Commodity Rates to Pacific Coast Terminals, 
107 I. C. C. 421, 439-441. The grounds upon which relief is here 
granted by the majority seem to me to be quite akin to those which 
were rejected in the latter case. Incidentally no consideration seems 
to have been given here to the fact that the southwstern producing 
points have: certain advantages over their more important com- 
petitors in the inbound rates on livestock. Moreover, if these south- 
western producers are to have fourth-section relief as an aid to the 
invasion of the near-by markets of the producers of lard substitutes 
on the Mississippi River, why should not the latter have similar 
reduced rates and relief in the reverse direction so that they may 
retaliate on fair terms? Justice is not a one-sided affair. 


Commissioner Taylor concurred in everything except the 
award of reparation. He disagreed as to that for reasons set 
forth in his dissent in Prairie Pipe Line Co. vs. A. & W., 132 
I. C. C. 56, and other cases involving a general readjustment of 
rates, 


TRACK RELOCATION APPROVED 


The Commission, by division 4, in finance No. 6592, acqui- 
sition of lines by New York Central, and in finance No. 6593, 
acquisition of line by Chicago, Lake Shore & Eastern, has ap- 
proved plans for the relocation of tracks in the industrial area 
in Lake county, Indiana, around Gary, by means of which the 
carriers concerned will afford more room for industrial develop- 
ment. Commissioner Eastman dissented on the ground that, iu 
his view, paragraph 18 of section 1 of the interstate commerce 
act made no provision for such certificates as were requested 
in the applications. 

In the first mentioned case the Commission issued a cer- 
tificate authorizing the acquisition by the New York Central of 
the line of the Gary & Western in Lake county and another 
certificate authorizing the acquisition by the Chicago, Lake 
Shore & Eastern of a part of the line of the New York Central. 
The two certificates, in effect, authorize the two roads men- 
tioned to trade parts of their properties allowing the relocation 








of their lines so as to make the use of the land involved more 
economical and leave part of it for use by industry plants, 

In the second mentioned case the Commission issued a ¢ey. 
tificate authorizing the acquisition by the Chicago, Lake Shore 
& Eastern of a part of the line of the New York Central. 


SEABOARD-ALL FLORIDA BONDS 


The Commission, in finance Nos. 6553, 6554, 6555, and 6556 
bonds of the Seaboard-All Florida Railway, has authorized the 
Florida Western & Northern, the East & West Coast Railway 
and Seaboard-All Florida Railway to issue, jointly, $1,000,000 of 
Seaboard-All Florida first mortgage 6 per cent gold bonds 
series A, and $4,529,000 of Seaboard-All Florida first mortgage 
6 per cent, series B bonds, said bonds to be delivered to the 
Seaboard Air Line in reimbursement of an equal amount of 
advance made by that company to the Florida Western ¢ 
Northern and the Seaboard-All Florida for capital purposes, 
The Seaboard Air Line has been authorized to assume obliga. 
tion and liability, as lessee, guarantor, and indorser in respect 
of the bonds mentioned; and to pledge and repledge all or any 
part of the bonds as collateral security for short term notes 
which it may issue within the limitations of paragraph 9 of 
section 20a of the interstate commerce act. Applications for 
further approval and authorization under section 5(2) of the 
interstate commerce act have been dismissed. 

Commissioner Eastman dissented for the reasons set forth 
in Bonds of Seaboard-All Florida, 124 I. C. C. 107. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6713, authorizing the Texas & 
Pacific Ry. Co. to assume obligation and liability in respect of $2,805,- 
000 of Texas & Pacific equipment-trust certificates, series A, to be 
issued by the Bank of North America & Trust Co. under an agree- 
ment to be dated February 1, 1928, and sold at not less than 100.9512 
per cent of par and accrued dividends in connection with the procure- 
ment of certain equipment, approved. 

Supplemental report and order in F. D. No. 6576, authorizing the 
Alabama Great Southern R. R. Co. to issue $5,206,000 of first con- 
solidated mortgage 4 per cent gold bonds, series B, said bonds to be 
sold at not less than 97 per cent of par and ‘accrued interest and 
the proceeds used for the purpose stated in this report, approved. 

Report and order in F. D. No. 6548, authorizing the Chicago & 
North Western to assume obligation and liability in respect of $2,- 
745,000 of Chicago & North Western equipment trust of 1927 certificates 
series T, to be issued by the United States Trust Company of New 
York, under an equipment-trust agreement to be dated January 6, 
1927, and to be sold at not less than 101.53 per cent of par and accrued 
— in connection with the procurement of certain equipment, ap- 
proved. 

Report and order in F. D. No. 6707, authorizing the Northwestern 
Pacific to issue not exceeding $924,000 of first and refunding mortgage 
4% per cent gold bonds, to be sold through competitive bidding at not 
less than 95.2381 per cent of par and accrued interest, and the pro- 
ceeds used to redeem certain underlying bonds, approved. 

Report and order in F. D. No. 6712, authorizing the Chicago, St. 
Paul, Minneapolis & Omaha to issue $1,100,000 of debenture gold bonds 
to be sold at not less than 99 per cent of par and the proceeds used 
for corporate purposes, approved. 





FINANCE APPLICATIONS 


Finance No. 6731. Baltimore & Ohio asks authority to abandon 
part of its Patuxent branch 2.5 miles long in Howard County, Md, 
which was built to serve a stone quarry. 

Finance No. 6733. Western Pacific asks for authority to acquire 
control of the Petaluma & Santa Rosa by stock ownership. The road 
to be acquired is 50 miles long in Sonoma county, Calif., and operates 
a line of boats between Petaluma and San Francisco. The applicant 
desires to pay $90 per share for the common stock which, according to 
the application, has no ascertainable market value. The Santa Fe and 
the Southern Pacific have also filed a joint application to acquire the 
line. The applicant states that if the Western Pacific is permitted to 
acquire control of the line the existing competition between the Pet- 
aluma & Santa Rosa, on the one hand, and the Northwestern Pacific 
on the other, will be preserved and strengthened and no competition 
will be eliminated, such as would result from the acquisition of control 
of the Santa Rosa by the Southern Pacific and the Santa Fe. 

Finance No. 6743. Joint petition of Southern Bell Telephone & 
Telegraph Co. and Peoples’ Telephone & Telegraph Co. for approval 
of acquisition by former of property of latter in Tennessee. 

Finance No. 6744. Chicago & Eastern Illinois Railway Co. asks 
authority to execute an agreement with the Terminal Railroad 
Association of St. Louis for the admission of the C. & E. I. as 4 
member of that association, and for approval of assumption by the 
applicant of liability in respect of the securities of the association. 

Finance No. 6734. Cane Belt R. R. Co. asks authority to con- 
struct an extension, which when completed, will be leased to the 
Gulf, Colorado & Santa Fe, as a cut off, between Gulf Hill and Gal- 
veston, Tex. The extension will be about 35 miles long and will re- 
sult in shortening the line about 61 miles. The proposed extension 
will be built with the current assets of the Santa Fe system, and 
no securities are to be issued at this time. 





ROUTING OF COAL 

At the hearing in I. and S. 3039, restriction of routing 02 
coal from Illinois mines to Iowa, Minnesota, Nebraska and 
South Dakota, before Examiner Harraman at Chicago February 
11, H. H. Larimore, speaking for the Missouri Pacific, which 
published the tariff under suspension, said a new tariff would 
be filed in the place of the one under suspension, removing the 
objectionable features which occasioned the protests. The Pro 
testants were the Illinois Traction System, C. & A., Illinois 
Coal Traffic Bureau and Peoria Association of Commerce. 


CHANGE IN DOCKET 


Hearing in I. and S. 3058, rules for handling perishable 


shipments under ventilation service, set for February 15, at 
Chicago, before Examiner Harraman was postponed. 
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Proposed Reports in I. C. C. Cases 





POTATO, CABBAGE, ETC., RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Charles W. Berry, in No. 
11923, Boyle American Potato Co. vs. Santa Fe et al., as to rates 
on potatoes, cabbage, turnips and tomatoes, in carloads, from 
Kansas, Missouri, Oklahoma, and Arkansas origin to destina- 
tions in Oklahoma and Texas. In disposing of the case the 
examiner said: 


The commission should find that the rates assailed on potatoes 
were and are unreasonable to the extent they exceeded and exceed 
si cents from origins in the Kansas City group and from Floyd and 
Orrick to destinations in the northeast Texas group and Terrell and 
Greenville; 67 cents from origins in Kansas City territory and Floyd 
and Orrick to destinations in the present Dallas-Fort Worth group; 
71 cents from origins in Kansas City group and from Floyd and 
Orrick to destinations in the Texas common point group; 77 cents 
plus the present established class C differential from Kansas City 
territory and Floyd and Orrick to destinations in_Texas_ differential 
territory; 57 cents from Lawrence, Kans., to Altus, Okla., 45 cents from 
Lawrence to Bristow, Okla.; 53 cents from Lawrence to Durant, Okla.; 
45 cents from Lawrence to Enid, Okla.; 56 cents from Lawrence to 
Lawton, Okla.; 56 cents from Topeka to Altus and Eric, Okla.; 51 
cents from Topeka to Clinton, Okla.; 47 cents from Topeka to Bristow, 
Okla.; 53 cents from Midland, Kans., to Durant, Okla.; 56 cents from 
Midland to Hobart, Okla.; 47 cents from Noria, Kans., to Enid, Okla.; 
57 cents from the Oklahoma and Arkansas origins to destinations in 
the Dallas-Fort Worth group; 67 cents from Oklahoma and Arkansas 
origins to destinations in common point territory; and 67 cents plus 
the established class C differential to destinations in Texas differential 
territory; that the rates assailed on cabbage and turnips from Kansas 
City group origins to Dallas and Fort Worth were and are unrea- 
sonable to the extent they exceeded and exceed 67 cents; and on 
tomatoes to the extent they exceeded and exceed 76 cents; that 
complainants made the shipments and paid and bore the charges 
as described; that they have been damaged in the amount of the 
difference between the charges paid or borne and those which would 
have accrued under the rates hereinbefore found reasonable and that 
they are entitled to reparation with interest. 


The Commission should further find that reasonable maximum 
rates for the future on potatoes and cabbage will be the rates pre- 
scribed in column 27%, Appendix 13, and on tomatoes the rates pre- 
scribed in column 35, Appendix 13, of Consolidated Southwestern 
Cases, 123 I. C. C. 203, determined as provided in the Commission’s 
decision in that case. 


FERTILIZER AND MATERIAL RATES 


In a proposed report on further hearing, in No. 15912, Ohio 
Farm Bureau Federation et al. vs. Ahnapee & Western et al., 
No. 19901, Armour Fertilizer Works vs. Akron, Canton & 
Youngstown et al., and No. 20235, National Fertlizer Manufac- 
turers’ Association, Inc., vs. Same, Examiner W. M. Carney has 
recommended that the Commission find unreasonable, and in 
certain instances, unduly prejudicial, the rates on fertilizer and 
fertilizer materials, other than sulphuric acid, ammoniacal 
liquor, cottonseed cake or meal, cottonseed hulls ground or not 
ground, cottonseed meal and hulls, in carloads, between points 
in central territory, and prescribe new ones based on a min- 
imum of 40,000 pounds. The original report in these cases was 
made in 120 I. C. C. 361. Nos. 15912 and 19901 were heard 
jointly with the Ohio Public Utilities Commission. No. 20235 
was heard jointly with the Ohio and the Michigan commission, 
those bodies having complaints of a similar character by some 
of the complainants in the federal cases and in one instance, 
before the Michigan commission, the American Agricultural 
Chemical Company. 


In No. 15912 the parties asked rates on the basis of 80 per 
cent of the present sixth class rate applicable to fertilizer 
throughout the territory. In No. 19901, the examiner said, 75 
ber cent of sixth class was originally sought. At the hearing, 
however, that was amended so that the complainant sought 
rates on a basis of 15.5 per cent of the contemporaneous first 
class rates except where commodity rates lower than that pro- 
posed basis were maintained on materials, in which event no 
change was sought. In No. 20235 a scale for application to dis- 
tances not in excess of 500 miles was proposed. Carney said 
that scale ranged from 69.7 to 92.2 per cent of the present sixth 
class rates. The rates sought, Carney said, were lower than 
those prescribed in the Southern Fertilizer Case, 113 I. C. C. 
89, and lower than those prescribed in Consolidated South- 
western Cases, 123 I. C. C. 2038. 

_ Carney said the principles of the so-called Hoch-Smith reso- 
lution were now a part of the law. He said the proposed find- 
ings were made in the light thereof. He said that upon all the 
facts of record the Commission should find that the rates as- 
sailed, as shown in appendix B to the report in the Southern 

ase, were, and for the future would be, unreasonable to the ex- 
tent they exceed, in straight or mixed carloads, 20 per cent of 
the first class rate contemporaneously in effect between the 
Same points. He said the Commission should further find that 
the rates assailed from Louisville, Ky., were and for the future 
would be unduly preferential of Jeffersonville and New Albany, 


Ind., and unduly prejudicial to Louisville, in so far as the Louis- 
ville rates included a bridge arbitrary for the river crossing. 


DIVISIONS ON SOUTHERN COAL 


A complete line of divisions on southern soft coal, joint 
rates on which the Commission established in Anthracite Coal 
Investigation, 101 I. C. C. 363, into the New England and middle 
Atlantic states, has been proposed by Examiner Charles W. 
Berry in No. 18034, Chesapeake & Ohio et al. vs. Atlantic City 
Railroad Co, et al. He has proposed that the Commission find 
unreasonable, unjust and inequitable, the complainants’ divisions 
of the joint rates on prepared sizes, from mines in Virginia, 
West Virginia and Kentucky served by the Chesapeake & Ohio, 
Norfolk & Western, and Virginian, as one group; and the Kana- 
wha, Glen Jean & Eastern, Kanawha Central, Greenbrier & 
Eastern, Sewell Valley, Winifrede, and Kanawha & Michigan, 
as another, the latter, except the Kanawha & Michigan, being 
short line connections of the complainants. 

Cross complaints were filed by the New Haven and its sub- 
sidiary, the Central New England, Western Maryland and the 
New York Central as the lessee of the Kanawha & Michigan. 
The cross complaints, other than that of the New York Central, 
were of a character similar to that filed by the Chesapeake & 
Ohio and those joined with it, broadly described as the origi- 
nating southern lines. The New York Central cross complaint 
alleged that the Chesapeake & Ohio had failed and refused to 
allow the Kanawha & Michigan reasonable and equitable divi- 
sions as an originating carrier. 

Complainants, according to the report, declared at the hear- 
ing and on brief that their prayer would be fully satisfied by 
the prescription of joint divisions to Potomac Yard, Va., and 
Hagerstown and Shenandoah Junction, Md. the gateways 
through which the southern coal reaches the northern lines. 
They asked for a retroactive adjustment of the charges. The 
examiner recommended an adjustment of the charges collected 
on shipments of the sort of coal covered by the complaint to 
October 15, 1925, under the joint rates prescribed in 101 I. C. C. 
363, and back to December 31, 1925, under the joint rates pre- 
scribed in 104 I. C. C. 341. In those decisions the Commission 
fixed what have been called emergency rates,.expiring by limi- 
tation, and permanent rates not so limited. 

Berry recommended the dismissal of the cross complaint 
in behalf of the Kanawha & Michigan. 

In general terms the rates prescribed by the Commission to 
meet the situation in the New England and middle Atlantic 
states by the latest strike of the anthracite miners were mace 
by, adding arbitraries to the basic rates on soft coal from the 
Clearfield district, in Pennsylvania, and related districts in 
Maryland. In general terms the northern lines saw no reason 
why their divisions should not be equal to the rates they ob- 
tained for hauling soft coal from the more northern districts, 
claiming that they performed equal or greater service on the 
coal coming to them through the three gateways mentioned. 
The situation was not so simple as that implied in the general 
terms of description herein used. The examiner dealt with the 
details of situations differing from that described in general 
terms. His report, of 52 pages of long typewriter paper, has 
attached to it appendices of almost half as many pages more. 

The southern carriers contended that they should receive a 
division of $2.50 per gross ton from the New River, Pocahontas, 
Tug River and Clinch Valley districts Nos. 1 and 2, referred 
to by the examiner as the base districts, to all the southern 
gateways, basing their contention, said the examiner, primarily, 
on a mileage prorate. All parties, he said, agreed that the 
arbitraries prescribed on coal moving from the coal districts 
beyond the base districts should accrue to the southern or 
originating lines. Evidence, he said, was confined to the divi- 
sions from the base districts. ' 

The local rate from mines in the Pocahontas district served 
by the complainants, to Potomac Yards and Washington, D. C.., 
is $2.84. The southern carriers said that that was a depressed 
rate. The Pennsylvania, Baltimore & Ohio and Western Mary- 
land, the report said, agreed with that characterization of the 
$2.84 rates. Beyond that the agreement between the two sets 
of carriers did not appear to go. 

Berry described the situation on the railroads constituting 
the limited number of routes over which the joint rates were 
prescribed. As to the Kanawha & Michigan situation, he said 
the record was not comprehensive enough to enable the Com- 
mission to prescribe a definite division. He said that if the 
K. & M. and C. & O. could not agree upon a division they might 
bring the matter to the Commission in a new complaint. There- 
fore the dismissal recommended by him, if adopted, will be 
pe a prejudice to such action. In disposing of the case, he 

said: 
































































The Commission should find_that the_ joint divisions of the 
Chesapeake & Ohio, Norfolk & Western, Virginian, Southern, and 
their short-line connections in the coal fields, out of the joint rates 
prescribed on prepared sizes of bituminous coal, in carloads, from 
mines in the New River, Pocahontas, Tug River, and Clinch Valley 
No. 1 and 2 on the Chesapeake & Ohio, Norfolk & Western and Vir- 
ginian, and from mines in the same districts which take the same 
rates on the short-line connections of the Chesapeake & Ohio, Nor- 
folk & Western and Virginian, and_on semi-anthracite coal, in car- 
loads, from McCoy and Merrimac, Va., on the Virginian, and from 
stations Pulaski to Vicker, Va., inclusive, on the Norfolk & Western, 
were, and where joint rates are now maintained, are, and for the 
future will be, unjust, unreasonable, and inequitable to the extent 
that they were and are less than $2.35 per long ton via Potomac 
Yard, and $2.40 per long ton via Hagerstown or Shenandoah Junc- 
tion out of the rates to destinations on the Pennsylvania, including 
the Long Island and West Jersey & Seashore, the Baltimore & Ohio, 
Reading, Atlantic City, Bangor & Aroostook, Central Vermont, Mont- 
pelier & Wells River, St. Johnsbury & Lake Champlain, and Boston 
& Maine, except stations on the Boston & Maine to which a rate of 
$5.45 applied; to the extent that they were less than $2.35 per long 
ton to Potomac Yard and Hagerstown out of the rates to destina- 
tions on the West Shore, Erie, New Jersey & New York, New York, 
Susquehanna & Western, and Delaware, Lackawanna & Western, 
except to stations on the Delaware, Lackawanna & Western to 
which a rate of $4.06 applied; to the extent that they were less than 
$2.30 per long ton to Potomac Yard and $2.35 per long ton_to Hagers- 
town out of the rates to destinations on the New York, New Haven 
& Hartford, Central of New England, and destinations on the Boston 
& Maine to which a rate of $5.45 per long ton is maintained; to the 
extent that they were less than $2.25 per long ton to Potomac Yard 
and Hagerstown out of the rates to destinations on the Lehigh 
Valley, Maine Central, Belfast & Moosehead Lake, and stations on 
the Delaware, Lackawanna & Western to which a rate of $4.06 was 
maintained; to the extent they were less than $2.20 per long ton to 
Potomac Yard and $2.25 per long ton to Hagerstown out of the rates 
to destinations on the Central of New Jersey, except stations to 
which a rate of $3.94 applied over the Reading and Atlantic City via 
Camden, N. J.; to the extent they were less than $2 to Potomac 
Yard and Hagerstown out of the rates to destinations on the Boston 
& Albany; to the extent they were less than $1.90 to Potomac Yard 
and Hagerstown out of the rates to destinations on the Rutland; 
to the extent they were less than $2.12 to stations on the Central 
Railroad of New Jersey to which a rate of $3.94 applied over the 
Reading and Atlantic City via Camden, N. J. 

The Commission should further find that the divisions of the 
Western Maryland out of the joint rates on prepared sizes of bitu- 
minous coal and semi-anthracite coal from the same origins, are not 
shown to be unjust, unreasonable, or inequitable, and that just, rea- 
sonable and equitable divisions were 30 cents per long ton to destina- 
tions on the Delaware, Lackawanna & Western, Bangor & Aroostook, 
Boston & Maine, Central of New England, Central Vermont and Bel- 
fast & Moosehead Lake, and 26 cents to destinations on the Boston & 
a: Maine Central, New York, New Haven & Hartford and Rut- 
and. 

The Commission should further find that the divisions retained 
by the New York, New Haven & Hartford and Central of New Eng- 
land out of the joint rates from the same origins to destinations 
on their lines were and are not unreasonably low and that just, rea- 
sonable and equitable divisions were, are and for the future will be 
the remainders of the joint rates after deducting $3.80 as divisions 
of the carriers to Greenville and Maybrook, and the divisions, if any, 
of any other New England carrier participating in the traffic. 

The Commission should further find that where arbitraries were 
or are added to the rates from certain mines to the base rates, such 
arbitraries shall be added to the divisions above specified to be re- 
—— by the carriers to Potomac Yard, Hagerstown and Shenandoah 
unction. 


The Commission should further find that the complainants and 
cross complaints should receive divisions above specified out of all 
charges collected on bituminous coal moving on or since October 15, 
1925, under the joint rates prescribed in Anthracite Coal Investigation, 
101.I. C. C. 363, and on bituminous coal moving on or since December 
31, 1925, under the joint rates prescribed on rehearing in that case, 
and that retroactive adjustment be made on that basis. 

The cross-complaint of the Kanawha & Michigan Railway should 
be dismissed without prejudice. 


SHIP LINE CANNED GOODS CASE 


Dismissal of the complaints brought by the intercoastal 
steamship lines in respect of the adjustment of rates on canned 
fruits and vegetables has been recommended by Examiner Frank 
C. Weems. The cases are No. 19561, American Hawaiian Steam- 
ship Co. et al. vs, Erie et al. and a sub-number, Luckenbach 
Steamship Co., Inc. et al. vs. Lehigh Valley et al. Weems said 
the Commission should find not unduly prejudicial nor in viola- 
tion of section 500 of the transportation act of 1920, the rates on 
canned fruits and vegetables, carloads, from New York, N. Y., 
Baltimore, Md., and other north Atlantic ports to central and 
western territories. A like finding, he said, should be made as 
to the absence of two minima on such commodities from the 
north Atlantic ports to eastern, central, and western territories. 

Complainants, intercoastal lines, in the title case, alleged that 
the maintenance by the defendants, eastern trunk lines, of two 
rates and two minima, on the canned goods specified received 
from Pacific coast territory, to destinations in the territory 
bounded by Canada on the north, the Atlantic on the east, and 
the Potomac and Ohio rivers on the south, and their failure con- 
temporaneously to maintain corresponding rates and minima, 
from New York and other north Atlantic ports, on the like com- 
modities first transported from the Pacific coast via the canal 
to such north Atlantic ports for reshipment therefrom, resulted 
in undue prejudice to the complainants and undue preference of 
traffic in like commodities transported all-rail from Pacific coast 
territory. 

In the sub-number, the allegation, in substance, Weems said, 
was the maintenance by the defendants operating in eastern 
territory, of a graduated scale of rates on canned goods, from 
north Atlantic ports, to consuming territory west of a line drawn 
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through Youngstown, O., on traffic originating generally in pg. 
cific coast territory, and transported therefrom by complainants 
through the canal to north Atlantic ports, while contemporap. 
eously joining in the maintenance of an all-rail blanket rate 
from the Pacific coast territory, resulted in rates from the north 
Atlantic ports that were unreasonable, unduly prejudicial to 
traffic moving through the canal, and unduly preferential of 
traffic moving all-rail from Pacific coast territory. In each of 
the complaints, Weems said, there was an allegation that the 
situation complained of also contravened section 500. Inter. 
coastal steamship lines not named as complainants, the examip. 
er said, intervened in support of the complaints. 

Complainants, the examiner said, objected to the cases being 
heard together. The ground of objection was that the cases 
presented separate and distinct issues. Counsel for the com. 
plainants asserted that the title case primarily concerned the 
absence of alternating minima from the Atlantic coast ports, 
which the complainants also contended deprived them of “phy. 
sical use” of defendants’ equipment, while the issue in the syb. 
number concerned rates. 

Weems said that no useful purpose could be served by in- 
dependent consideration of the complaint. An attack upon the 
minimum weights, or against the absence of alternating minima, 
he said, brought into issue indirectly, if not directly, the rates 
themselves. 

The sub-number, Weems said, was filed after the transcon- 
tinental lines proposed a reduction in the rates, on a 60,000 
pound minimum from $1.05 to 90 cents. The quality of that 
lower rate was considered in Canned Goods From Pacific Coast, 
132 I. C. C. 520. The Commission, by division 1, found the 90. 
cent rate not justified but without prejudice to the filing of q 
rate of 98 cents. 

“The allegations and prayer reveal inconsistency, if not 
somewhat of a conflict between the particularities of the relief 
sought,” said Weems. Canned goods eastbound shipped all- 
rail move either at the rate of $1.05, minimum 60,000 pounds, or 
at a rate of $1.28, minimum 40,000. From the north Atlantic 
ports to the destination territory in both complaints fifth class 
rates, minimum 36,000 pounds, governed by either Official or 
Western classification, according as through rates may be con- 
structed upon western basing points, generally are maintained on 
these commodities, whether originating at the port cities, be- 
yond, or at inland points, the rates gradually increasing as dis- 
tance to grouped destinations increases. The rate of $1.05 is 
practically 82 per cent of the rate of $1.28. Complaindnts seek 
the maintenance of a like relationship, and the corresponding 
alternating minima from the north Atlantic ports to the entire 
destination territory; and although they state that ‘it is not the 
purpose of complainants in filing this case to deplete or attempt 
to reduce the rates charged by the railroads from the eastern 
seaboard,’ nevertheless they seek to have a fifth class rate of 
38 cents, in effect from New York to Youngstown and points 
grouped therewith, blanketed as a commodity rate to the entire 
destination territory west of Youngstown, subject to a minimum 
of 60,000 pounds and the customary port differentials observed 
in the rates from other Atlantic ports.” 

Weems said that no joint water-and-rail rates were main- 
tained on these commodities via the intercoastal lines to At- 
lantic ports and over defendants’ lines therefrom. On the conm- 
modities in issue, he said, the intercoastal lines maintained one 
rate, 45 cents, minimum 36,000 pounds, blanketed from Pacific 
coast points generally to Atlantic ports, and gulf ports alike. 

The examiner said it was unnecessary to discuss to what 
extent, if any, section 500 placed a duty on the eastern rail car- 
riers, in so far as this proceeding was designed to promote no 
less the interest of rail carriers than that of water carriers. He 
said that in Canned Goods From Pacific Coast, supra, the Com- 
mission said that consideration of the record led to the belief 
that at the present rate of $1.05, the transcontinental carriers 
were laboring under a disadvantage in competing with the inter- 
coastal lines for the traffic in Pacific coast goods. 

“There is nothing in this record that reflects or suggests 
any less disadvantage in respect of that phase.” Said Weems. 

Weems said that an exhibit showed that in 1926 the all-rail 
lines transported 200,237 tons of all kinds of canned goods, in- 
cluding fish. In the same period the record showed that the 
movement via the canal to north Atlantic ports was 298,550 tons. 
He said that while the rates from gulf ports were not in issue, 
the record disclosed a movement of 57,050 tons to gulf ports 
via the canal in the same period. 

The examiner disucssed the question as to what constituted 
undue prejudice, rate comparisons, movements of traffic over 
various routes and things of that sort and then disposed of the 
cases by saying: 


It appears that complainants would be satisfied were the eastern 
defendants to withdraw their concurrence in the all-rail blanket rate 
of $1.05. While resultant combinations of rates to some of the destin- 
ation territory clearly would divert traffic to the canal route, there 
could hardly be any assurance, in view of competitive routes from 
the north Atlantic ports, that the eastern defendants would handle 
from the Atlantic ports all or any of the traffic so diverted. The at- 
titude of the eastern defendants in opposing extension of the 38-cent 
rate to Youngstown as a blanket rate to the destination territory 45 
sought by complainants and unwillingness to establish two carload 
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minima is grounded on their contention that the existing class rates 

a whole are on a very low basis. Reference is made to the Eastern 
Class Rate Investigation, Docket No. 15879, wherein class rates be- 
tween a considerable part of the territory here concerned is before 
the commission, 

A witness for complainants testified in substance that if a $1.05 
rate with minimum 40,000 pounds were the only all-rail rate in effect 
that they could not very well ask the eastern railroads to establish 
from the eastern seaboard two rates with two minima. A rate of 
$1.05 with minimum of 40,000 pounds clearly would be more advan- 
tageous to shippers now paying the higher rate of $1.28, the present 
rate for that minimum, which rate of itself, as heretofore observed, 
operates as no barrier to complainants. Therefore, if, as stated in 
substance by complainants’ witness, the rate of $1.05 with the same 
minimum, 40,000 pounds, would not adversely affect development of 
traffic via the canal, it is difficult to conceive how the same rate, $1.05, 
minimum 60,000 pounds, a rate and minimum in issue, can be said to 
result in disadvantge to the intercoastal lines. 

In Commodity Rates To Pacific Coast Terminals, 32 I. C. C. 611, 
at page 622, the commission said: 

“As we view it, the Panama Canal is to be one of the 
agencies of transportation between the east and the west, but 

not necessarily the sole carrier of the coast-to-coast business. 

If the railroads are able to make such rates from the Atlantic 

seaboard to the Pacific coast as will hold to their lines some 

portion of this traffic with profit to themselves, they should be 
permitted so to do.” 

Thus, in the light, as disclosed by the record, of relatively small 
tonnage, all-rail, from Pacific coast territory to eastern seaboard 
territory, and in view of the eastern geographical limitation, Buffalo- 
Pittsburgh line, of territory accorded the rate of $1.05, and of the 
findings in Canned Goods From Pacific Coast, supra, approving a 
reduction to 98 cents, complainants’ position is untenable. 

The evidence is persuasive that to grant complainants’ prayers 
not only would tend to unduly prefer canal-borne commodities to those 
produced in Atlantic seaboard territory, with resulting prejudice, 
moreover, to western jobbing points, but also would unwarrantedly 
deprive western defendant carriers of a substantial portion of ton- 
nage to which the latter are entitled, thereby making ineffectual the 
findings in Canned Goods From Pacific Coast, supra, no less compre- 
hensive a proceeding than is the instant case. 

Upon this record the findings should be that the rates assailed 
on canned fruits and canned vegetables, in carloads, from Boston, 
New York, Philadelphia, and Baltimore and the absence of two mini- 
ma on such commodities from those ports to the destination territory 
in issue are not unduly prejudicial or in contravention of section 500 
of the transportation act of 1920. 

The complaints should be dismissed. 


SALT LAKE CITY CLASS RATES 


Attorney-Examiner W. A. Disque, in No. 19303, Utah Ship- 
pers’ Traffic Association vs. Oregon Short Line et al., and No. 
19706, Same vs. Chicago, Milwaukee & St. Paul et al., has rec- 
ommended that the Commission find unreasonable and unduly 
prejudicial the class rates from Salt Lake City, Utah, to des- 
tinations in Idaho, Montana, Oregon and Washington. He rec- 
ommended the establishment of the same basis of rates from 
Salt Lake City as would be prescribed in Arizona Corporation 
Commission vs. A. & E., 113 I. C. C, 52, which case is pending 
on reargument. He said that the establishment of the rates to 
be prescribed in the Arizona Corporation Commission case 
would remove any undue prejudice which might exist in the 
Salt Lake City rates. 


PAPER RATES PROPOSED 

Examiner Paul Coyle, in No. 19328, Indianapolis Chamber 
of Commerce et al. vs. Chicago & North Western et al., has 
recommended that the Commission find unreasonable and un- 
duly prejudicial rates on specified kinds of paper and paper 
articles, in carloads, from points in the Fox River and northern 
Wisconsin groups, in Wisconsin, to Indianapolis, Ind., and pre- 
scribe new ones. 

The examiner said the combination basis of rates from the 
territory involved to Indianapolis was prescribed by the Com- 
mission in Michigan Paper Mills Traffic Association vs. A. & V., 
43 I. C. C, 16, and had been in effect for many years on class 
and other commodity rates. As combinations, he said, the as- 
sailed rates had not been shown to have been excessive, and 
therefore the Commission should find that they had not been 
unreasonable in the past. As to the future, he said, the Com- 
mission should find they would be unreasonable to the extent 
they might exceed 29.5 cents on wrapping and printed paper 
and 31.5 cents on paper toweling, toilet paper, and paper napkins, 
from the Fox River group; and 36 cents on wrapping and print- 
ing paper and 38 cents on paper toweling, toilet paper and paper 
napkins from the northern Wisconsin group. He said the find- 
ing should be without prejudice to any different conclusions 
that might be reached in No. 13431, Michigan Paper Mills Traffic 
Assn. vs. Michigan Central and related cases, now pending. 


ROUGH QUARRIED MARBLE 


Examiner W. R. Brennan, in No. 19817, Drake Marble & 
Tile Company et al. vs. Southern et al., has recommended that 
the Commission find unreasonable and unduly prejudicial the 
rates on rough quarried marble from Tennessee and Alabama 
quarries to Minneapolis and St. Paul, Minn., prescribe new ones, 
and award reparation. His recommendations other than that 
reparation be made are as follows: 


.. The Commission should find that the rates assailed from Knox- 
ville, Ebenezer, Concord and Boyd, Tenn.; Arline, Marmor and Mc- 
Mullens, Tenn.; and Brownson and Gantts’ Quarry, » Were, are, 
and for the future will be, unreasonable to the extent that they ex- 
ceeded, exceed, or may exceed 36, 38 and 42 cents, respectively; and 
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that for the future rates on rough quarried marble or marble sawed 
four sides or less will be unduly prejudicial to the extent that they 
exceed rates 4 cents less than the rates contemporaneously in effect 
on marble sawed more than four sides, chiseled, dress hammered, 
or sand rubbed, and rates 6 cents less than the rates contemporaneous- 
ly in effect on marble, carved, lettered, polished, or traced. 


SCRAP IRON RATE 

Examiner Philip S. Peyser, in No. 18469, Acme Foundry & 
Machine Co. vs. Santa Fe et al., has recommended that the 
Commission find rates on scrap iron from points in Oklahoma 
to Coffeyville, Kan., unreasonable to the extent they exceed or 
may exceed 8 cents from Bartlesville, 12 cents from Hominy, 13 
cents from Tulsa, and 15 cents from Checotah, minimum 50,000 
pounds. Peyser said that, inasmuch as the rates found reasona- 
ble had been required to be established by orders in No. 13535, 
Consolidated Southwestern Cases, no order for the future was 
necessary. 


WROUGHT IRON PIPE RATES 


In a proposed report in No, 19627, S. Bender Iron & Supply 
Co. vs. Santa Fe et al., embracing also two sub numbers, Same 
vs. Rock Island and Same vs. Same, Examiner John Davey has 
recommended that rates on wrought iron pipe from points in 
Oklahoma to points in Arkansas and Louisiana be found un- 
reasonable to the extent they exceeded the rates shown in 
column 32 1-2 of appendix 13 in the Consolidated Southwestern 
Cases, 123 I. C. C. 203, by application to that column of the 
column 100, or first-class rate, prescribed therein for the total 
distance from origin to destination based on the shortest route 
over which carload traffic can be moved without transfer of 
lading, and that reparation be awarded. 


HOLLOW BUILDING TILE 


Examiner T. P. Wilson has recommended dismissal of the 
complaint in No. 20214, National Fire Proofing Co. vs. Pullman 
Railroad Co. et al., on a finding that a rate of $2.63 per net ton 
minimum 60,000 pounds, charged on 52 carloads of hollow build- 
ing tile shipped in November and December, 1925, from Pull- 
man, Ill., to Louisville, Ky., was not unreasonable. The rate 
was subsequently reduced to $2.50. 


RATE ON GLASS BOTTLES 


An award of reparation has been recommended by Examiner 
Kenneth J. McAuliffe in No. 20073, F. E. Reed Glass Co. vs. Erie 
et al., on a finding that the fifth class rate of 33.5 cents charged 
on six carloads of glass bottles shipped in March, 1924, from 
Rochester, N. Y. to Millis, Mass., was unreasonable to the extent 
it exceeded 28.5 cents, a subsequently established rate. 


REPARATION ON CRUSHED STONE 


Rates charged on crushed stone from DeKalb Junction, N. Y. 
to Cleveland, Gypsum and Toledo, O., Detroit, Mich., and Chicago, 
Ill., should be found unreasonable to the extent they exceeded 
$3.83 to Cleveland, $5.40 to Chicago, and $4.21 to Gypsum, Toledo 
and Detroit, and reparation awarded, says Examiner F. D. Bink- 
ley in a proposed report in No. 19832, DeKalb White Marble Co., 
Inc. vs. New York Central et al. The rates named were estab- 
lished subsequently to the movement of the shipments involved. 





WOODEN INSULATOR PIN RATE 


Examiner Albert A. Mattson, in No, 20084, American Cross 
Arm Co. vs. Norfolk & Western et al., said the Commission 
should find unreasonable the sixth class rate on wooden in- 
sulator pins, from Buchanan, Va., to Jacksonville, Fla., in 1926 
and 1927, to the extent it exceeded the contemporaneous rate 
on lumber of 37 cents. One of the four shipments involved 
was overcharged. The examiner said there was no necessity 
for an order for the future, as there was no likelihood of future 
movement. 


RATING ON LEADITE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Riley A. Gwynn, in No. 
19880, J. B. McCrary Co. vs. Pennsylvania et al. as to a third 
class rating, in Southern Classification, on leadite, a mineral 
pipe-fitting cement, carloads, from Smyrna, Del., and Pembroke, 
Pa., to Travellers Rest, S. C. The examiner said the rating 
should be found unreasonable to the extent it exceeded fifth 
class, that being the rating in Official and Western Classifi- 
cations. Reparation alone was asked on the shipments in ques- 
tion, which moved in 1925 and 1926. 


DEMURRAGE AND STORAGE, ON LUMBER 


Examiner J. H. Smith, in No. 20085, Miller Lumber Co. vs. 
New York Central, has recommended that the Commission find 
demurrage and storage charges collected on a carload of lumber 
shipped from Tuscumbia, Ala., to Glendale, O., thence recon- 
signed to North Tonawanda, N. Y., inapplicable to the extent 
they exceed $13 and award reparation amounting to $270.80 and 
interest. The shipment was made in 1925. 

This was a case of the carrier failing to notify the consignor, 
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by wire, of the refusal of a car by a consignee. Smith said that 
actual knowledge on the part of the consignor of the refusal 
of the shipment was not material. The tariff rules, he pointed 
out, not only imposed upon the carrier the duty of notifying 
the consignor by wire of the refusal but also provided for abate- 
ment of demurrage against him in the event of its failure to 
do so. 

Complainant asked for counsel fees in the award of damages. 
The examiner said the Commission was without authority to 
make such an award, the power being limited, under the inter- 
state commerce act, to actions in court. 


GRAIN RATES LEFT UNCHANGED 

In a proposed report in I. and S. No. 2954, grain, grain 
products and by-products, from points in Ohio to destinations 
in West Virginia, Ohio and Kentucky, and No. 19330, Indianapo- 
lis Board of Trade vs. Akron, Canton & Youngstown et al., 
Examiner J. J. Williams has made recommendations, which, if 
accepted, will leave things as they are. The examiner recom- 
mends a finding that the proposed increased rates, within the 
territory defined, have not been justified, the cancellation of 
the suspended schedules and the discontinuance of the proceed- 
ing. He recommends the dismissal of the formal complaint on 
a finding that the rates assailed therein, also on grain, grain 
products and grain by-products, from points in Illinois and 
Indiana to destinations in central territory and to points on the 
Chesapeake & Ohio in West Virginia and Kentucky, are not 
unreasonable. 

The proposed rates were filed by the carriers with a view, 
they said, to satisfying the Indianapolis complainant. They 
failed in their effort. The complaining board of trade said it 
was not satisfied with the proposed increases. It added that 
reductions should also have been made in the rates from Indiana 
and Illinois. The complainant alleged the rates from points in 
Illinois and western Indiana, applying through Indianapolis to 
destinations in central territory east of that city, and to points 
on the Chesapeake & Ohio between Cincinnati, O., and Hunt- 
inton, W. Va., were unreasonable and unduly preferential of 
points in eastern Indiana and in Ohio, to the hurt of Indianapolis. 
The complaint further alleged that the refusal of carriers in 
Illinois to permit the use of sixth class rates on grain to destina- 
tions off their lines was unreasonable. 


COMMISSION ORDERS 


No. 20080, the Southern Cotton Oil Co. et al. vs. Florida East 
Coast. Miami (Fla.) Chamber of Commerce and the City Rate 
& Traffic Board of the City of Miami, Fla., permitted to inter- 
vene. 

No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al. 

The order entered herein on June 28, 1927, as since modified, 
which by its present terms is to become effective April 3, 1928, 
has been further modified so that it will become effective May 
16, 1928, instead. 
. No. 15515, Mobile Chamber of Commerce and Business 
League vs. Alabama & Vicksburg et al.; No. 15287, Traffic Bu- 
reau of Nashville vs. Louisville & Nashville et al.; and No. 17003, 
Florence Chamber of Commerce vs. Alabama Great Southern 
et al. The order entered in these proceedings on June 28, 1927, 
which was by its terms made effective September 6, 1927, and 
subseduently modified, has been further modified so that it will 
become effective May 16, 1928. 

No. 17745, National Petroleum Assn, et al. vs. Baltimore & 
Ohio et al. The proceeding has been reopened for further hear- 
ing, at such time and place as the Commission may hereafter 
direct. 

No. 20254, Sub. 1, Publishers’ Assn. of New York City et al. 
vs. Algoma Eastern et al. J. R. Booth, Ltd., permitted to inter- 
vene, 

No. 18867, Waco Chamber of Commerce et al. vs. Santa Fe 
et al. The order entered in this proceeding on December 28, 
1927, which was by its terms made effective April 3, 1928, has been 
modified so that it will become effective on May 16, 1928. 

No. 18846, Magnolia Petroleum Co. vs. Chicago, Rock Island 
& Gulf et al. The order entered in this proceeding on December 
23, 1927, which was by its terms made effective April 3, 1928, 
has been modified so that it will become effective on May 16, 
1928. 

No. 16558, Leggett and Platt Spring Bed and Manufacturing 
Co. et al. vs. Santa Fe et al. The effective date of the order 
entered herein on July 1, 1927, has been further postponed to 
May 16, 1928. 

No. 18655, the Ozark Cider & Vinegar Co. et al. vs. Ala- 
bama & Vicksburg et al. The order entered in this proceeding 
on December 6, 1927, which was by its terms made effective 
April 3, 1928, has been modified so that it will become effective 
on May 16, 1928. 

No. 17507, Humble Oil & Refining Co. vs. Beaumont, Sour 
Lake & Western et al. The order entered in this proceeding 
on October 24, 1927, which was by its terms made effective 
December 24, 1927, and subsequently modified so as to be- 
come effective on April 3, 1928, has been further modified so 
that it will become effective on May 16, 1928. 
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Finance No. 6627, in the matter of the application of the 
Bellefonte Central for a certificate of public convenience ang 
necessity authorizing it to acquire by purchase the Fairbrook 
branch of the Pennsylvania, and Finance No. 6596, in the mat- 
ter of the application of the Bellefonte Central for a certificate 
of public convenience and necessity authorizing an extension 
of its line of railroad in Center county, Pa. The Pennsylvania 
Railroad permitted to intervene. 

Finance No. 3548, abandonment of Lincoln branch by De. 
troit & Mackinac Ry, Proceeding reopened and assigned for 
further hearing at a date to be hereafter fixed. 

No. 17031, Florence Chamber of Conimerce vs. Louisville ¢ 
Nashville et al. Complainant’s petition for reconsideration as 
to reparation on shipments moved in Statutory period, denied. 

No. 17598, National Pole Co. vs. Great Northern et al. Com. 
plainant’s petition for reargument denied. 

No. 16978, West Texas Chamber of Commerce et al. ys. 
Houston & Texas Central et al. The order entered in this pro. 
ceeding on August 5, 1927, which was by its terms made effec. 
tive December 5, 1927, and subsequently modified so as to 
become effective on April 3, 1928, has been further modified 
so that it will become effective on May 16, 1928. 

No. 12358, Texas Live Stock Shippers Protective League 
et al. vs. James C. Davis, Director General, as agent, Abilene 
& Southern et al., and cases grouped therewith. The orders 
of March 16, 1925, and January 4, 1926, have been modified so 
as to provide for the reopening of these proceedings for further 
hearing with respect to the reasonableness, lawfulness, and 
propriety of the rates and minimum weights for the future only. 

No. 20099, Sub. 1, International Paper Co. et al. vs. Akron, 
Canton & Youngstown et al. The Wisconsin Paper & Pulp 
Manufacturers’ Traffic Assn. permitted to intervene. 

No. 20144, The Barrett Co. vs. Santa Fe et al. The Mexican 
Petroleum Corp. of La., Inc.; New Orleans Refining Co., Inc.; 
Sinclair Refining Co. of La., Inc.; and Standard Oil Co. of La. 
permitted to intervene. 

No. 18923, Southern Kansas Millers Club et al. vs. Santa Fe 
et al. Complainants’ petition for reconsideration and/or re- 
hearing upon the original complaint denied. 

No. 17518, Republic Creosoting Co. vs. Alabama Great South- 
ern et al. Defendants’ petition for rehearing and reargument 
in connection with No. 20269, F. J. Lewis Manufacturing Co. vs. 
B. & O. et al. denied. 

No. 19010, Chapman-Price Steel Co. vs. Baltimore & Ohio 
et al. Complainant’s petition for reconsideration denied. 


No. 17832, W. E. Goff vs. St. Louis-San Francisco et al. 
Complainant’s petition for reconsideration denied. 


No. 16765 (and Sub. Nos. 1 to 15, incl.), R. W. Carr et al. 
vs. Director General, as agent, Central Vermont et al. Com- 
plainants’ petition for rehearing denied. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. Western Shade Cloth Company permitted to inter- 
vene. 

No. 20532, the Colonial Salt Co. et al. vs. Chicago & Erie 
et al. West Virginia Pulp and Paper Co, permitted to intervene. 

No. 20321, Sub. 1, Evaporated Milk Assn. et al. vs. Ahnapee 
& Western et al. Glass Container Assn. of America permitted 
to intervene. 


No. 13506, the Parkersburg Rig & Reel Co. vs. St. Louis-San 
Francisco et al. Order entered on February 8, 1927, which was 
by its terms made effective on May 25, 1927, and subsequently 
modified so as to become effective on April 3, 1928, has been 
further modified so that it will become effective on May 16, 1928, 
instead of on said April 3, 1928. 

No. 14827, National Assn. of Upholstered Furniture Manu- 
facturers vs. Ann Arbor et al. The order entered on November 
14, 1927, which was by its terms made effective on January 24, 
1928, and subsequently modified so as to become effective on 
April 18, 1928, has been further modified so that it will become 
effective on May 16, 1928, instead of on said April 18, 1928. 

No. 18027, Buffalo-Springfield Roller Co. vs. Detroit, Toledo 
& Ironton et al. This proceeding reopened for further hearing 
under the shortened procedure, for the sole purpose of deter- 
mining the amount of damages. 

No. 18791, West Virginia Rail Co. vs. Baltimore & Ohio et 
al. Complainants’ petition for reopening, reargument, or rehear- 
ing, denied. 

No. 17544, Celotex Co. vs. Akron, Canton & Youngstown et 
al. Complainant’s petition for further hearing and/or reargu- 
ment denied. 

No. 19890, United States Phosphoric Products Corp. vs. 
Butte, Anaconda & Pacific et al.; No. 20190, Armour Fertilizer 
Works vs. Butte, Anaconda & Pacific et al.; and No. 20406, 
Virginia-Carolina Chemical Corp. vs. Butte, Anaconda & Pacific 
et al. Associated Jobbers of Los Angeles permitted to in- 
tervene. 

No. 18525, Hermann Oak Leather Co. vs. Central of Georgia 
et al. Complainant’s petition for reargument denied. 

No. 17612, The Apex Co. et al. vs. Alabama & Vicksburg et 
al.; No. 18042, Pan-American Wall Paper & Paint Co. vs. Rock 
Island et al.; No. 18123, (and Sub. 1), Tex-Mex Jobbing House 
vs. Lehigh Valley et al. These proceedings reopened for oral 
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argument before entire Commission, at such time as it may 
nereafter direct. 

No. 18459, Barker Bros., Inc., vs. Michigan Central et al. 
This proceeding reopened for further hearing under shortened 
ocedure. 
. No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
et al. Petition of defendants herein, other than Bellefonte Cen- 
tral, = 1, 1928, for reargument and reconsidera- 
ion, denied. 
"Mo. 18328, Federal Clay Products Co. vs. Atlantic Coast 
Line et al. Complainant’s petition for reconsideration denied. 

No. 15702, Egyptian Tie & Timber Co. vs. Missouri Pacific 
et al. Petition of defendants, Rock Island, Frisco and Missouri 
Pacific, for rehearing denied. 

No. 17958, Camp Manufacturing Co. et al. vs. Carolina West- 
ern et al. Petition for rehearing filed on behalf of defendant, 
Atlantic Coast Line, denied. 


SUSPENDED TARIFFS 


In I and S No. 3060, the Commission has suspended from 
February 15, until September 15, schedules as published in Sup- 
plement No. 11 to Chesapeake & Ohio’s tariff I. C. 'C. No. 10308. 
The suspended schedules propose to increase the rates on waster 
plates or sheets, in carloads, from Ashland and Bellefonte, Ky., 
and Kenova, W. Va., to points in Central Freight Association 
and Western Trunk Line territories. The following is illustra- 
tive: 

Rates in cents per ton of 2,240 pounds. 


From Ashland, Ky. To— 
Cleveland, 


In I. and S. No, 3061, the Commission has suspended from 
February 15 until September 15 schedules as published in sup- 
plement No. 11 to Galligan’s I. C. C. No. 87; supplement No. 
16 to Wabash I. C. C. No. 6064, and supplement No. 11 to 
Missouri-Kansas-Texas I. C. C. No. 242. The suspended 
schedules propose increases in rates on railway car material, 
iron or steel, carloads, between points in Illinois Classification 
territory. The following is illustrative: 


Present 
315 


ee eee eee rere eres eeeeeeeeseseseseseeseseens 


Proposed 
616 


Railway car material, iron or steel, viz: Car bars, plates and/or 
shapes as from rolls not further finished than sheared, carloads, 
rates in cents per 100 pounds, from Chicago, Ill., to Mount Vernon 
and St. Louis, Ill., *present 171%4, tProposed 22; from Chicago, IIl., 
to Moline, Ill., *present 154%, tproposed 17; from Mount Vernon, IIl., 
to Belleville, Ill., *present 944, ftproposed 12. 


*Carload minimum 80,000 pounds. ¢Carload minimum 36,000 pounds. 


In I. and S. No. 3062, the Commission has suspended from 
February 15 until September 15 schedules as published in sup- 
plement No. 28 to Chicago, Rock Island & Pacific I. C. C. No. 
0-11520, and supplement No. 31 to St. Louis-San Francisco 
I. C. C. No. 8570. The suspended schedules propose to revise 
the rates on grain and related articles, in carloads, between 
points in Oklahoma and points in Kansas and adjacent states 
which would result generally in increased rates, of which the 
following is illustrative: 


Wheat in carloads, rates in cents per 100 pounds, from Liberal, 
Kans., to Tulsa, Okla., present 221%, proposed 31; from Abilene, Kans., 
to Tulsa, Okla., present 22%, proposed 26; from Kansas City, Mo., 
to Muskogee, Okla., tpresent 16%, tproposed 17%; from Omaha, Neb., 
to Muskogee, Okla., tpresent 24, tproposed 25%. 


tProportional. 


In I and S No, 3063, the Commission has suspended from 
February 16, until September 16, schedules as published in sup- 
plements Nos. 3, 4 and 5 to Missouri Pacific I. C. C. No. A-7133. 
The suspended schedules propose to restrict the existing terri- 
torial limits of the Kansas City, Mo.-Kans., switching district. 
At the present time the Kansas City switching district in the 
southeastern part of that city extends to 54th Street and Lister 
Avenue. Under the proposed schedules it would terminate at 
Belt Junction, Mo. 


PETITIONS FOR REHEARING, ETC. 


No. 18867, Waco Chamber of Commerce et al. vs. Santa Fe 
et al. Defendants petition the Commission to vacate the order 
entered by it herein on December 28, 1927, or to modify it. 

No, 203038, interstate rates on cement, in carloads. Respond- 
ent southwestern lines ask for enlargement of the scope of the 
investigation. 

No. 15806, Lehigh Portland Cement Co. vs. A. & R. R. R. et 
al., and cases grouped therewith. New Orleans Great Northern, 
on behalf of itself and the carriers participating with it in the 
traffic, asks the Commission to modify its findings and order 
therein, so as to afford it the same measure of relief from the 
Provisions of the fourth section of the act to regulate com- 
merce, as amended, in connection with the rates which the 
Commission has prescribed, in No. 15806, and related cases, as 
has been accorded the Columbus & Greenville, the Mississippi 
Central and other short and weak lines. 

No, 18726, Loose-Wiles Biscuit Co. vs. St. Louis-San Fran- 
Cisco et al., and No, 20008, Mueller-Keller Candy Co. et al. vs. 
Santa Fe et al. The Pennsylvania petitions for reconsideration 
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and postponement of the order of the Commission, in so far as 
it requires the establishment of rates by the Pennsylvania from 
Norfolk and Suffolk, Va., to Kansas City and St. Louis, Mo., 
and Atchison, Kan., on traffic moving via Cairo, Ill., or Mem- 
phis, Tenn. 

No. 13569, Southeastern Sugar Investigation. The National 
Sugar Refining Co. of New Jersey and Arbuckle Brothers of 
New York petition for postponement of effective date of the 
Commission’s order herein and for modification of certain find- 
ings concerning rates on sugar from the Eastern Port Cities 
to Southern points. 

No. 14827, National Assn. of Upholstered Furniture Manu- 
facturers vs. Ann Arbor et al. Defendant carriers petition for 
postponement of effective date, for reconsideration and modifi- 
cation of opinion and orders in above styled proceeding, and 
for such other orders as may appear proper in the premises. 

No. 15806, Lehigh Portland Cement Co. vs. A. & R. R. R. 


“et al. Charles Barham, for and on behalf of certain carriers in 


Southern Freight Association territory, petitions that the Com- 
mission accord such treatment to these lines as it may give on 
behalf of those lines represented in Traffic Manager Streyer’s 
petition of January 23. 

No. 18821, The Salina Chamber of Commerce et al. vs. 
Santa Fe et al. N. Geraci & Company, one of the complainants 
herein, petition for further hearing, to be held at Tampa, Fla., 
to afford an opportunity to make the necessary proof of pay- 
ment of transportation charges on shipments on which repara- 
tion is claimed by it. 

No. 18501, Badger Lumber & Coal Co. vs. Santa Fe et al. 
Santa Fe petitions for interpretation of Commission’s order of 
December 23, 1927, or, if necessary, for modification thereof. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. De- 
fendants petition Commission to extend the effective date of 
order in this case from May 7 to May 16, 1928. 

No. 18824, Lovett Fruit & Produce Co. et al. vs. Alabama 
Great Southern et al. Complainants petition the Commission 
to grant a rehearing therein. 


No. 17741, E. Morgan & Brother vs. Illinois Central et al. 
Complainants petition for rehearing or reconsideration therein. 

No. 19396, Louisiana Farm Bureau Federation, Inc., et al. 
vs. Louisiana Railway & Navigation Co. Complainant petitions 
for reopening and reconsideration of decision of Division 3 of 
December 31, 1927. 


HOCH-SMITH GRAIN CASE 


Western Trunk Line carriers were winding up the presenta- 
tion of their testimony at the hearing in docket 17000, part 7, 
grain and grain products, at Chicago before Commissioner Meyer 
and Examiners Mackley and Hall this week, Commissioner 
Mayer having announced that the export adjustment, involving 
all export rates, would be taken up February 20. All of the 
rate testimony was in by the first part of the week and the rest 
of the time was given over to testimony by operating men, 
statisticians and others. 

A statement of general principles that should govern in the 
making of rates on grain and its products and recommendations 
for a revision of the present adjustment, in the event the Com- 
mission should feel called on to make a revision, was made by 
C. E. Spens vice-president of the Burlington, February 14. Mr. 
Spens appeared at that time in response to a request made 
by Commissioner Meyer when he testified previously. The Com- 
missioner had asked that he return and put into the record his 
recommendations, assuming that something was to be done with 
the existing adjustment in the way of a general revision. Mr. 
Spens emphasized that he favored leaving the adjustment, in 
all essentials, as it was, except for the changes in rates pro- 
posed by the carriers in Iowa, Minnesota, and the Dakotas. 


“Due to the narrow margin in prices on which grain, gen- 
erally, is rehandled after it has left the hands of the producer,” 
he said, “coupled with the acute competition that exists in the 
industry, this commodity is peculiarly sensitive to any change 
in a freight rate basis.” He emphasized the necessity of pre- 
serving existing institutions which “have developed and pros- 
pered under the application of certain principles that are re- 
flected in the present rate structure.” He proposed that rates 
to the primary markets be put on distance scales, with differing 
scales for different territories, as seemed to be dictated by 
conditions governing, and that the present practice of applying 
proportional rates beyond the markets be continued. However, 
he proposed elimination of “varying proportionals” and “transit 
balances.” 

“The necessity of maintaining the present primary market 
situation is a matter of great importance to the producers, the 
carriers, the communities, and the public as a whole,” he in- 
sisted. In support of the contention that the present propor- 
tional adjustment beyond the markets should be allowed to 
stand, he said that “while a more close observance of distance 
differences might justify a wider spread in some existing rate 
differentials, the result would be to destroy relationships under 
which. the markets have operated practically since their incep- 
tion.” It was his opinion that any competitive changes that would 
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result from strict application of mileage scales up to the pri- 
mary markets would be in no way disastrous and that there 
was no good reason why each market should not have the ben- 
efit of its geographic location in that regard, 

His proposed revision also included charging for transit and 
out-of-line hauls. He said it was necessary to protect transit 
privileges, but he believed the practice had gone beyond the 
bounds of reasonableness. Some changes and restrictions were 
in order, he said. He contended that the transit practices were 
a great expense to the carriers and, while he did not advocate 
that the charges should fully compensate the carriers for the 
service performed, he thought it proper that some fair amount 
be assessed. It was his opinion that any fundamentals the 
Commission might adopt in the matter would not disturb the 
existing parity between the various markets and the interior 
millers as long as their application was made general over the 
“country. 

G. A. Hoffelder, assistant general freight agent of the 
Burlington, introduced testimony with respect to rates and prac- 
tices applying on his line and made additions to the accumula- 
tion of carrier testimony to the effect that they were not making 
a proper return on investment and the grain traffic was not 
now doing its part in that respect. “The theory of according 
grain and live stock lower rates than apply on other commodi- 
ties is old,” he insisted. “It has been in effect for a great many 
years.” He contended that the existing adjustment was com- 
mercially sound and the levels of the rates as low “as could 
possibly be contemplated by any law or resolution.” 


F. C. Furry, assistant general freight agent, Illinois Central, 
testified with reference to the adjustment in Illinois, contending 
that it was an integral part of the eastern adjustment and 
entirely different from that in the states immediately west. 
That was due, he said, to the competition of eastern trunk lines. 
Any changes in the existing Illinois rates to Chicago, he said, 
would affect the through rates to the east. On that basis he 
held that, because the eastern rates were not involved, no 
changes should be made in Illinois rates. 


Testimony with reference to the handling of the traffic, 
introduced by operating men, included detailed accounts of the 
large numbers of cars that had to be stored at sidings and 
industries at country stations in anticipation of the peak grain 
movement, the difficulty of forecasting requirements, condition- 
ing of the box cars, expense of grain doors and numerous other 
services affecting the economy of the operations, Necessity for 
extra hauling of empties because of the class of equipment that 
had to be uséd and accumulation of rental on foreign cars—a 
result of the fact that the movement was so heavy and con- 
centrated into a few months—were stressed. 


James L. Brown, general superintendent of transportation, 
Cc. M. St. P. & P., testified that each box car used in the traffic 
required from eight to twelve grain doors a year, and that the 
cost to his line, since 1924, had ranged from about $215,000 to 
$125,000 annually. That did not include coopering and other 
boarding of the cars, which, he said, was a part of the standard 
service. 


A. L. Conrad, statistician for the Santa Fe, criticized the 
formula for determining costs set up by Dr. M. O. Lorenz, di- 
rector of the Commission’s bureau of statistics, on which he 
and others had devised scales purporting to represent the cost 
of handling the traffic. In particular, he objected that a reliable 
segregation of terminal costs as against line haul costs could 
not be determined by the formula used. The terminal figures, 
as set up, he said, included cost of maintaining repair shops, 
watering and fueling equipment, and other such items, mainly 
used for the line haul service. In short, his testimony was to the 
effect that the formula involved a large number of assumptions 
on which any two equally qualified men might disagree. 


C. F. Balch, statistician for the C. & N. W., objected to the 
use which certain of the state commissions had made of the 
reports the carriers make to the Commission segregating oper- 
ating expenses and revenue by states. They had attempted to 
arrive at costs in speciefid areas and the remunerativeness of 
traffic on the basis of those figures, he pointed out. The reports 
were not set up in such way that they would be any good for 
such use, he said. He called attention to such matters as that 
the coal used by the lines in Wisconsin was produced in Illinois 
and the cost of transporting it was charged to Illinois; simi- 
larly, the expensive terminal operations in the Chicago area 
were all charged to Illinois, whereas a proper accounting would 
spread it over all the states through which the line hauls had 
been made. 


Others who testified were: B. F. Moffatt, assistant general 
freight agent, M. & St. L.; Henry J. Plumhof, general superin- 
tendent of operations, southern district, U. P.; W. F. Nelson, 
assistant superintendent, Santa Fe, Kansas City; L. B. Lyman, 
general superintendent, Burlington, Lincoln, Neb.; H. M. Eich- 
oltz, assistant general manager, C. & N. W.; H. R. Lake, super- 
intendent of transportation, Santa Fe, Chicago; E. F. Rice, 
assistant general freight agent, Soo Line; P. J. McCarthy, assist- 
ant general freight agent, Missouri Pacific, and H. H, Bernstein, 
Central Weighing and Inspection Bureau. 
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HOCH-SMITH LIVE STOCK CASE 


Mileage scales that, according to the testimony of A. F 
Cleveland, assistant freight traffic manager of the C. & N, w. 
would increase the earnings of his line approximately 16 per 
cent on its live stock traffic, were introduced by Western Trunk 
Line carriers at the hearing in docket 17000, part 9, live stoc, 
western district rates, at Chicago, this week, before Examiners 
Stiles and Parker. The hearing adjourned Wednesday evening 
February 15, to reconvene at Kansas City the following morning. 
The testimony of Western Trunk Line carriers was completed. 
with the exception that the cross-examination of Mr. Cleveland 
was to take place at Kansas City. Three witnesses appeared in 
behalf of the shippers. 

The proposals of the carriers were introduced by Mr. Cleye- 
land. He introduced three scales which the carriers asked be 
applied to the cattle traffic in as many territories. Scale one 
was to be applied in a territory roughly bounded on the west 
by a line drawn from Duluth through the Twin Cities, Mankato 
Minn., Sioux Falls, S. D., Sioux City, Ia., Grand Island, Nebr, 
Emporia, Kans., Joplin, Mo., thence diagonally north and east 
across the Missouri to St. Louis. Scale two was to apply in 
the territory bounded on the east by that line and on the west 
by a line, roughly, through the middle of the Dakotas, extending 
diagonally west and north from a little north of the Nebraska- 
South Dakota line to include all but the northwestern corner of 
Nebraska and including the eastern half of Colorado. Scale 
three was for application in the remaining portion of the Da- 
kotas, Montana, Nebraska, Colorado and Wyoming. The intra- 
state application was to be the same as interstate except that 
in Minnesota scale two was to apply and in North Dakota, scale 
three. Scale two was to apply between the territories in which 
scales two and one were to apply, and scale three was to apply 
intra-territorially between the territory in which scale three 
was to apply and the other territories. Scale two was 110 per 
cent of scale one, and scale three was 115 per cent of scale one, 
Hogs, single deck, were to be charged for at 115 per cent of the 
cattle scale; double deck, 100 per cent; sheep, single deck, at 
125 per cent of the cattle scale, and double deck, 100 per cent, 
The carriers asked that, in so far as rates applying to stocker 
and feeder cattle now were 75 per cent of the cattle rates, that 
basis be abolished and the charges applicable be based on the 
straight cattle basis. 


As an alternative to the mileage scales proposed, Mr. Cleve- 
land said, if the Commission did not wish to put the rates on 
a strictly mileage basis, the carriers asked a straight 20 per cent 
increase in the present rates. He introduced a large volume of 
statistics in support of his contention that the carriers were 
not making the return on investment they are entitled to and 
that, in particular, the live stock traffic was not paying its fair 
share of revenue. 


“The average revenue per car-mile received by the North- 
western for the transportation of live stock is approximately 22 
cents, as compared with an average of 32 cents per car-mile 
from all other carload traffic,” he said. “In other words, the 
average gross earnings per car-mile received from live stock 
traffic were less than 70 per cent of the corresponding average 
gross earnings from all other traffic. In 1926 transportation of 
live stock on the Northwestern required approximately 13 per 
cent of the total mileage run by loaded freight cars. This 13 
per cent of total loaded freight car mileage produced, however, 
only nine per cent of the gross freight revenues in that year. In 
other words, ignoring the many special services in connection 
with live stock traffic, this traffic, on the basis of loaded car 
mileage alone, is not paying its fair proportion of railway 
revenues.” 

Other carrier witnesses were: H. E. Pierpont, chief traffic 
officer, C. M. & St. P. & P.; O. N. Harstad, general manager, 
C. M. St. P. & P.; William Wallenzer, vice-president, C. & N. W.; 
Ray F. Welsh, examiner for the Association of Western Rail- 
ways, and F. F. Frye, of the Western Weighing and Inspection 
Bureau. Cross-examination of L. E. Wettling, director of the 
statistical bureau, western lines, which had been put over till 
this week, required nearly two days. 

Mr. Pierpont testified that the average earnings per car 
on edible live stock on his line, in 1916, were $34.35 and the 
average earnings on all carload freight for that year were 
$45.58. As against that he said that, in 1926, the live stock 
earnings amounted to $50.13 per car, while the average earnings 
on all carload freight were $68.60. The earnings per car 02 
live stock were 75.4 per cent of the earnings on all freight in 
1916, he said, as against only 73.1 per cent in 1926. The average 
haul on live stock in 1926, for which earnings of $50.13 were 
shown, according to his testimony, was 228 miles. For an 
average haul of 193 miles, he said, his line received $71.45 on 
anthracite coal. Iron and steel traffic produced earnings of 
$91.76 per car for an average haul of 282 miles, he said. He 
made numerous other similar comparisons to show the relative 
revenue productiveness of the rates applying to the live stock 
traffic. 

With references to the finances of the Milwaukee he had the 
following to say: 





At the first of 1918, our property was taken over by the govern- 
ment; it was returned on March 1, 1920. For the three years 1918- 
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1920, the operating revenues aggregated $451,000,000, operating ex- 
penses $425,000,000, with a net loss after the payment of taxes and 
rents of — and a deficit after the payment of interest charges 

1,000,000. 
of period following federal control has been one of great 
struggle in an effort to meet and overcome the disturbed conditions 
resulting from the war which caused a severe business depression in 
the territory of the northwest served by our lines. Under these con- 
ditions, the Commission, between September, 1921, and July, 1922, 
caused reductions in rates to be made which reduced the net income 
of the Milwaukee approximately $20,000,000 annually. In 1926, the 
Commission denied the application of the western railways for a 
partial restoration of these rate reductions. 

The largest item of expense in our operating costs is our wage 
pill. In 1916 the hours worked per mile of road for all employes 
engaged in operation were 14,461, and the total operating payroll was 
$42,000,000. In 1926, the hours worked per mile of road by all em- 
ployes engaged a were 10,694, while the total operating pay- 

] was $76,000, 

- Due, then, to the conditions of high wages, high taxes and high 
prices, with a rate level which had not been advanced in anything 
like the proportion in which costs had risen, the favorable position 
of the Milwaukee in 1916 of earning over two times its fixed charges 
was turned into a succession of deficits. For the six years 1921-1926, 
the average return on our invested capital was only 2.13 per cent, 
while the deficit after interest charges totaled $26,000,000. 


The three shipper witnesses were C. S. Stewart, secretary, 
National Live Stock Producers’ Association; J. B. C. Lutz, Live 
Stock Shippers’ Association of Illinois; and H. M. Shiley, La- 
mark (Ill.) Live Stock Shippers’ Association. 

Mr. Steward pointed out that, in so far as the carrier testi- 
mony had dealt with the condition of the live stock industry, it 
had been confined to the range territory of the west. What- 
ever the facts were with reference to the situation there, he 
said, the feeders of live stock in the corn belt were in bad shape. 
He said the freight paid in bringing the cattle from the ranges 
to the corn belt amounted to approximately 7 per cent of the 
gross sale price, and that the charges for transportation from 
the feed lots to the markets added another 3 per cent to trans- 
portation cost. His testimony, he said, was based on his per- 
sonal operations and experience in connection with the operation 
of a “pool” in which he was interested, which had handled 
15,000 stocker cattle and 70,000 stock lambs in 1927, Based on 
the cost of feeding lambs in the country, he said, they had been 
turned over at a net loss. 

Mr. Lutz declared that the cattle feeder in Illinois was in 
worse shape than he had ever been. He attributed a large part 
of that to the poor quality of the corn crop in recent years— 
particularly in 1927. Because of the poor feeding quality of 
the corn, he said, the live stock feeder was receiving only about 
half price for what he marketed on the hoof. 

Mr. Shiley testified that the live stock farmers of his lo- 
cality were not making money. He had frequently been told 
by individuals, he said, that they would have “been money 
ahead if their pigs had died in the spring.” 

The principal testimony to go in at Kansas City is that of 
the northern and southwestern lines. Shipper and market tes- 
timony, also, will be received and the hearing will be concluded 
with testimony from the state commissions. The possibility 
of a further hearing to allow shippers to present rebuttal testi- 
mony was indicated in a reply made by Examiner Stiles to a 
request from S. H. Cowan, representing the American National 
Live Stock Association, that adjournment be taken at the Kansas 
City hearing at the conclusion of the carrier testimony because 
of the indefiniteness as. to when that would be and the conse- 
quent difficulty of giving proper notification to the witnesses the 
shippers and markets should wish to call. Examiner Stiles said 
that, if there was to be an adjourned hearing, it would be only 
for rebuttal of the carrier testimony. With the exception of that 
Possibility, the Kansas City hearing is expected to terminate 
the taking of testimony in this case. 


Briefs in Livestock Case 


In a brief in No. 17000, rate structure investigation, part 9, 
livestock, Southern territory rates, and Nos. 18487, 18500 and 
18559, complainants, interveners and state commissions, headed 
by the Alabama Public Service Commission, say that the Com- 
mission should declare the present livestock rates as attacked 
by the complaints to be unjust and unreasonable without regard 
to the Hoch-Smith resolution; require the publication, in lieu of 
the present rates, the scale suggested by the shippers as just 
and reasonable rates, without regard to the Hoch-Smith resolu- 
tion, and prescribe rates under the Hoch-Smith resolution 15 
per cent lower than the rates-suggested by the shippers. Other 


oe that the Commission should do, according to the brief, 
ollow: 


Require the continuation of the present relationship of rates on 
the various species in single-deck and double-deck cars. 
b Prescribe rates on stockers and feeders from market points on 
asis of 75 per cent of the fat-animal rates. 

Set aside the present certificate rule on stockers and feeders and 
restore the rule formerly in effect. 

Require the Southern Railway to apply the stocker and feeder 
basis on stock ewes. 

Require the Louisville & Nashville Railroad to establish rates and 
Service Louisville to Atlanta direct in lieu of via Nashville. 
i equire defendants to establish shippers’ proposed mixing rule 
n lieu of the one now in effect. 
t Require the Southern Railway system lines, and others who joined 
hem, to restore the two-for-one rule at market points without the 
two days’ notice. 

Require the Illinois Central Railroad Co. to restore the train 
Service from its Kentucky stations to the Louisville market so that 
efficient operation may result and shippers be thereby benefited. 
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Require the defendants to revise their feeding in transit rule so 
that the loading and unloading charges will be absorbed in full as 
required by the interstate commerce act. 

Require the application of the mileage scale on the shipments 
to Cincinnati and Louisville without addition of a terminal charge. 

Make the suggested mileage scale applicable via both standard 
and short lines throughout that territory. 


Southern carriers, in a brief in this proceeding, said that 
the interstate rates on livestock were reduced by them in 1922 
to a rock-bottom basis for the express purpose of alleviating 
the depression then existing in the livestock industry and that 
the rates so made were still in effect. They said that the price 
of livestock in 1927 represented a very substantial increase 
over the prices prevailing in 1921 and 1922; that the condition 
of the farmer in 1921 and 1922 was the worst that has ever been, 
and furthermore, that no indication appeared to warrant the 
belief that the steady improvement that had occurred since 
1922, would cease. The brief dealt at length with the cost of 
handling livestock, the statement being made that such cost 
exceeded the cost of handling all other commodities. The car- 
riers said that on the basis of present rates, livestock traffic 
did not pay the cost of operation. They said the per car earn- 
ings on livestock were substantially lower per car than the 
earnings on any other traffic handled by southern carriers. 
They also said the existing charges for the transportation of 
livestock in southern territory were no higher than those re- 
cently prescribed for application in western territory. 


GRAIN TRANSIT RESTRICTION 


Commissioner McManamy, in immediate charge of the tariffs 
on file with the Commission, has written a letter to H. D. Dris- 
coll, Oklahoma City, Okla., in respect of the status of item 
No. 2950, in supplements Nos. 17 and 19 to Johanson’s I. C. C. 
No. 1905. That item was suspended by the Commission in I. and 
S. No. 3038, grain from Oklahoma to Louisiana (see Traffic 
World, December 31, 1927). The suspension order was vacated 
because of the doubt, if not conviction to the contrary, of the 
Commission’s power to suspend part of a schedule so as to 
bring into effect new rates on which there had been no hearing 
(see Traffic World, January 7, p. 23). The letter, except the 
part referring to the fact that Mr. Driscoll had made an inquiry, 
is as follows: 

Rule 9(k) of the Commission’s Tariff Circular 18-A requires car- 
riers after the Commission has issued an order vacating an order of 
suspension to immediately file supplement to the schedule stating 
the date upon which the suspended schedule will become effective. 
The rule further requires that such supplement shall not have a 
retroactive effective date. Agent Johanson has never filed the sup- 
plement and it is, therefore, our view that Item No. 2950, suspended 
in Docket No. 3038, has never been made effective. Under the cir- 
cumstances the rates Which were in effect during the period of sus- 
pension are still in effect and will remain in effect until agent Johan- 
son files a supplement naming the date upon which the suspended 
item will become effective. 

The failure of Agent Johanson to file the 9(k) supplement con- 
taining notice of the suspension of the tariff is unimportant in so far 
as the lawful rate is concerned, because under the law it is the order 
of the Commission placed with the tariff and served upon the carrier 
which actually suspends the tariff. The real purpose of the sus- 
pension supplement is to acquaint the agents of the carrier and the 
shippers of the fact that Item No. 2950 had been suspended. 


MINNEAPOLIS CLAIMS INJURY 
The Trafic World Washington Bureau 


So far as now known the Commission cannot deal with the 
situation at Minneapolis, created by the maladjustment of rates 
following the effectiveness of the rates prescribed in No. 13494, 
the southern class rate case, in any proceedings now pending, 
(See Traffic World, February 11, p. 334.) Rates about which 
Minneapolis now complains were not involved in that case. They 
are involved in No. 17000, Part 2, but not primarily in their re- 
lation to rates into southern territory, Part 2 having to do with 
class rates in Western Trunk Line territory. 

Commissioner Eastman, who has been in correspondence 
with Minneapolis interests, has advised them to that effect. In 
his early correspondence on the subject Mr. Eastman advised 
the Minneapolis people’ to get into conference with the carriers. 
The latter said they would confer. Later Minneapolis suggested 
a reopening of No. 13494 with a view to giving the northwest 
relief but Mr. Eastman pointed out that that could not be done 
because the formal docket case was not broad enough to bring 
the maladjustment resulting therefrom within its scope. Min- 
neapolis people thought that that would be a better way to 
handle the subject than by conference with the carriers. It is 
assumed that if the conferences do not produce results the mat- 
ter will be treated in a formal complaint, although the Washing- 
ton view now is that there should be earlier and more definite 
results from conferences. 


CONSOLIDATED SOUTHWESTERN CASES 


The Rubber Association of America, Inc., has petitioned for 
permission to intervene and for the inclusion of the rates on 
carbon biack in the list of excepted commodities. 

The Monsanto Chemical Works has petitioned for reopening 
for the purpose of making a specific order with respect to the 
rates on zinc chloride solution and salt cake. 

The Merchants & Miners Transportation Co., the Baltimore 
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Steam Packet Co. and Chesapeake Steamship Co. have peti- 
tioned for modification and correction of order with respect to 
rates from and to Baltimore, via Gulf ports, and rates to and 
from Providence and Boston, via Atlantic ports. 

The Charles Boldt Paper Mills Co. has petitioned for mod- 
ification ahd interpretation of certain portions of the report, and 
in support of certain portions of defendants’ petition dated 
October 17, 1927, for modification in so far as they apply to 
woodpulp board in carloads. 

The Southwestern Lines have filed replies in opposition to 
petitions of the Scrap Steel Consumers’ and Shippers’ Con- 
ference, East Side Manufacturers’ Association, the Missouri Roll- 
ing Mill Corporation, and the Omaha Chamber of Commerce 
with respect to rates on iron and steel articles, and also to 
petition of the Continental Gin Co. and others with respect to 
minimum weight on cotton ginning machinery. 


RATES ON FRESH MEATS 


Joint hearing was held in dockets 19899 and Sub. 1, Armour 
and Company and others against the Santa Fe and others, and 
20122, Albert Lea Packing Company and others against the 
Santa Fe and others, before Examiner Harraman, at Chicago, 
February 10. 

Docket 19899 and Sub. 1 attacks the rates that applied on 
fresh meats, in straight and mixed carloads, from Oklahoma 
City, Fort Worth, St. Louis, Des Moines and Denver, to Trunk 
Line and New England territories for the period from April 27, 
1926, to April 19, 1927. Reparation is asked. Docket 20122 
merely adds two more complainants and the origin of Albert 
Lea, Minn. All the rates involved were combinations on the 
Mississippi River, the factor east of the river being 93 cents. 
The complaints allege that was unreasonable to the extent that 
it exceeded 87 cents, which was prescribed by the Commission 
following a second hearing in docket 14771, effective April 20, 
1927. Following the first hearing in that docket, the Commis- 
sion prescribed a rate of 92% cents from St. Louis to New York, 
effective April 27, 1926. That rate never became effective, ac- 
cording to the testimony. 

Witnesses who appeared for the complainants were John 
R. Baker, Armour and Company; C. H. McAuley, Swift and Com- 
pany, and R. R. Hargis, Wilson and Company. 

The following appeared for the defendants: W. J. Keller, 
assistant general freight agent, New York Central; C. C. Plum- 
mer, special agent, Pennsylvania; R. D. Hunter, special agent, 
Cc. C. C. & St. L.; J. C. Miller, assistant general freight agent, 
B. & O., and E. F. Saur, special agent, Pennsylvania, 


REVENUE TRAFFIC STATISTICS 


Class I roads, exclusive of switching and terminal com- 
panies, had freight revenue of $4,304,300,672 in the eleven 
months ended with November, 1927, as against $4,420,134,037 in 
the corresponding period of 1926, and passenger revenue of 
$892,964,057, as against $952,511,218 in the 1926 period, according 
to compilations made from carrier reports by the bureau of 
statistics of the Commission. In November the freight revenue 
totaled $384,845,054, and the passenger revenue $70,834,687, as 
against freight revenue of $432,077,913, and passenger revenue 
of $77,283,965 in November, 1926. 

Revenue per ton-mile averaged 10.82 mills in the eleven 
months ended with November, as against 10.85 mills in the 
1926 period, and 11.22 mills in November, as against 10.71 mills 
in November, 1926. 

Revenue per ton per road averaged $1.985 in the eleven 
months ended with November, as against $1.993 in the 1926 
—_— and $2.064 in November, against $1.975 in November, 

Revenue per passenger-mile averaged 2.886 cents in the 
eleven months of 1927, as against 2.926 cents in the 1926 period, 
and 2.932 cents in November, as against 2.969 cents in Novem- 
ber, 1926. 

Revenue tons carried in the eleven months totaled 2,167,- 
875,000, as against 2,217,957,000 in the 1926 period, and 186,- 
468,000 in November, as against 218,822,000 in November, 1926, 

Revenue passengers carried totaled 759,948,000 in the eleven 
months, as against 786,040,000 in the 1926 period, and 65,289,000 
in November, as against 69,520,000 in November, 1926. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended February 4 totaled 
926,204 cars, as compared with 965,664 and 914,491 cars, in the 
corresponding periods of 1927 and 1926, respectively, according 
to the car service division of the American Railway Association. 

Revenue freight loading the week ended February 4 and for 


the corresponding period of 1927, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 7,568 and 8,846; live 
stock, 3,231 and 2,413; coal, 42,738 and 50,765; coke, 2,700 and 3,352; 
forest products, 6,739 and 6,657; ore, 1,406 and 1,415; merchandise, L. 
Cc. L., 65,942 and 67,064: miscellaneous, 81,167 and 80,212; total, 1928, 
211,491; 1927, 220,724; 1926, 203,838. 

Allegheny district: Grain and grain products, 4,154 and 3,758;. live 
stock, 2,032 and 2,104; coal, 42,732 and 55,758; coke, 5,134 and 5,586; 
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forest products, 2,812 and 3,864; ore, 756 and 3,500; merchandise, , 
C. L., 52,528 and '53, 083 ; miscellaneous, 69,957 and 72, 061; total, 1928, 
180, 105; 1927, 198, 914; 1926, 185,301. 

Pochahontas ‘district: Grain and grain products, 205 and 238; live 
stock, 99 and 77; coal, 35,997 and 44,249; coke, 431 and 584; forent 
products, 1,403 and 1,732; ore, 174 and 109; merchandise, L. 


7,325 and 7,633; miscellaneous, 6, 134 and 5, 856; total, 1928, 50, Tes) 1997 
60, 478; 1926, 54,582, 

Southern district: Grain and grain products, 5,102 and 4,174; live 
stock, 2,553 and 2,064; coal, 27,964 and 30,506; coke, 609 and ef forest 
products, 20,399 and 21, 539; ore, 1,227 and a, 341; merchandise, L. C. L,, 
41,320 and 42,093; miscellaneous, 50, 287 and 54, 367; total, 1928, 149,461: 
1927, 156,863; 1926, 149,446. 

Northwestern district: Grain and grain products, 14,383 and 10,789: 
live stock, 11,175 and 8,726; coal, 8,680 and 9,845; coke, 1, 874 and 1 1338: 
forest products, 21,107 and 19, 036; ore, 491 and 740; "merchandise, i 
C. L., 31,432 and 31, 410; miscellaneous, 31,346 and 32, 549; total, 1928, 
120, 488; 1927, 114,433; 1936, 116,732. 

Central ‘Western district:' Grain and grain products, 16,146 and 
13,768; live stock, 13,239 and 9,909; coal, 16,398 and 20,013; coke, 389 
and 417; pret products, 8,321 and 7,422; ore, 3,196 and 4,069; mer- 
chandise C. , 33,6380 and 34,210; miscellaneous, 46,775 and 48,449; 
total, i938 138, 087 1927, 138,257; 1926, 129,331. 

Southwestern district: Grain and grain products, 6,230 and 5,307: 
live stock, 2,948 and 2,435; coal 6,127 and 7,940; coke, 238 and 192: forest 
products, 8, 598 and 8, 547; ore, 410 and 452; merchandise, L. C. L., 16,993 
and 16,743; miscellaneous, 34, 260 and 34,379; total, 1928, 75,804; 1927, 
75,995; 1926, 75,261. 

Total, all roads: Grain and grain products, 53,788 and 46,880; live 
stock, 35, 277 and 27,728; coal, 180,686 and 219, 076; coke, 11, 368 and 
12,248; forest products, 69, 379 and 67,997; ore, q, 660 and 1: 626: mer- 
chandise, L., 249,170 and 252,236: miscellaneous, 318, 926 and 
327,873; total, 1928, 926, 204; 1927, 965, 664; 1926, 914,491. 

Loading of revenue freight in 1928 compared with the two 


previous years follows: 








1928 1927 1926 
Four weeks in January......... 3,447,723 3,756,660 3,686,969 
Week ended February 4......... 926,204 965,664 914,491 
I iciitsniheoertaten marie 4,373,927 4,722,324 4,601,187 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 23-31, inclusive, was 403,792, as compared with 421,392 
cars in the preceding period, according to the car service 
division of the American Railway Association. The average 
daily shortage was made up of 3 box and 1 refrigerator cars. 
The surplus was made up as follows: 


Box 155,320; ventilated box, 666; auto and furniture, 26,015; total 
box, 182,001; flat, 10, .* gondola, 90,432; hopper, 79,031; total coal, 
169,463; coke, 2, 449; Ss. D. stock, 21,093; D. D. stock, 2, 490; refrigerator, 
14, 614; tank, 363; miscellaneous, i, 566; total, 403,792. 


Canadian roads reported a surplus of 20,000 box, 500 auto 
and furniture, 900 flat, 200 gondola, 850 S. D. stock, 350 refriger- 
ator, and 200 miscellaneous cars. 


FRUIT AND VEGETABLE . SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended February 11 totaled 14,587 cars, as compared with 
13,680 cars (revised) in the preceding week and 14,158 cars in 
the corresponding period of 1927, according to carrier reports 
to the Bureau of Agricultural Economics of the Department of 
Agriculture. Shipments were reported as follows: 


Apples, 1,201 cars; cauliflower, 521 cars; cabbage, 1,023 cars; 
celery, 633 cars; cucumbers, imports, 5 cars; eggplant, imports, 21 
cars; grapefruit, 440 cars; imports, 36 cars; green peas, 8 cars; im- 
ports, 132 cars; lemons, 128 cars; lettuce, 1,157 cars; mixed citrus 
fruit, 251 cars; mixed vegetables, "697 cars; imports, 15 cars; onions, 
635 cars: peppers, 23 cars; imports, 49 cars; oranges, 1,378 cars; im- 
ports, 64 cars; pears, 27 cars; spinach, 411 cars; strawberries, 7 cars; 
string beans, "23 cars; sweet. potatoes, 458 cars; tomatoes, 100 cars; 
imports, 120 cars; potatoes, 5,466 cars; imports, 176 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended February 4 
was estimated at 10,116,000 net tons by the Bureau of Mines of 
the Department of Commerce, as against 10,121,000 tons the 
preceding week. Anthracite production was estimated at 1,579, 
000 net tons, an increase of 27.7 per cent as compared with the 
output in the preceding week. 

Tidewater bituminous coal shipments the week ended Feb- 
ruary 4 were reported as follows: From Hampton Roads, 492, 
913 net tons, of which 269,621 tons were for New England 
delivery; from Charleston, S. C., 7,127 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended January 28 were re 
ported as follows: Bituminous, 2,980 cars; anthracite, 2,064 
cars. 


CONSOLIDATION LEGISLATION 


The House committee on interstate and foreign commerce 
began consideration of proposed railroad consolidation legisla- 
tion in executive session this week, the hearings before the 
committee on the Parker-bill having been concluded last week. 
It is expected that the committee will be engaged for some time 
on the task of whipping the bill into shape for reporting to the 
House. The Senate interstate commerce committee has yet to 
hear several witnesses on the Fess bill. 
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ESCH APPOINTMENT 
The Traffic World Washington Bureau 


After having had the nomination of Commissioner Esch 
pefore it for weeks, the Senate interstate commerce committee 
February 15 decided to hold a hearing on the nomination Satur- 
day, February 18. It was expected that the lake cargo coal 
case would figure largely in the hearing, as senators from the 
southern coal producing states were prepared to attack the 
nomination because of Commissioner Esch’s vote in the last 
decision in that case. Representatives of the National Indus- 
trial Traffic League will appear in opposition to rejection of 
the nomination because of the vote of the nominee in a par- 
ticular case. 


COAL AND RAILROADS 


The Senate interstate commerce committee, at a meeting 
February 15, approved the resolution offered by Senator John- 
gon, of California, calling for an investigation of the situation 
in the bituminous coal fields of Pennsylvania, Ohio and West 
Virginia. As agreed to by the committee, a sub-committee may 
be appointed to conduct the investigation. The resolution calls 
for an investigation of charges that railroads are involved in 
the bituminous mining troubles. Senator Reed, of Pennsylvania, 
was unsuccessful in having the committee include in the in- 
vestigation freight rates on coal. The senator said he would 
endeavor to get the Senate to include such a provision. The 
investigation, as provided in the resolution, has been urged by 
the United Mine Workers of America. 

The Senate February 16 adopted the Johnson resolution. 
It rejected an amendment offered by Senator Reed, of Penn- 
sylvania, that would have extended the investigation to rates on 
coal. 


ROBINSON RESOLUTION 


The Trafic World Washington Bureau 


In the course of the Senate’s consideration of Senate con- 
current resolution No. 10, offered by Senator Robinson, of Arkan- 
sas (see Traffic World, Feb. 11), the author of the resolution 
had little to say beyond the declaration that the resolution 
merely called for the decisions which were alleged to have been 
made by the use of the rate regulation power for the control or 
influencing of industry. 

Senator Trammell, of Florida, said he was much in sympathy 
with the purpose and object of the resolution. 

“In my state we feel that in the fixing of the transportation 
charges on citrus fruits, as an illustration, the Commission has 
been influenced by such a policy as that concerning which we 
are asked to make an inquiry,” said the Florida senator. 
“Would this reach a situation of this kind; where rates were 
fixed for a haul of 3,000 miles practically the same as for a 
haul of 1,200 miles?” 

Senator Robinson said the resolution did not attempt to 
define any policy for the Commission, He said it merely sought 
information from the Commission itself as to whether such a 
policy had met with approvel in the decisions of the Commission. 

“TI am very much concerned about the securing of the in- 
formation called for by the resolution,” said Senator Barkley, of 
Kentucky, “because in my judgment the Interstate Commerce 
Commission has rendered decisions not based upon the justice 
or reasonableness of freight rates, per se, but has rendered de- 
cisions in order that business might be diverted from one sec: 
tion of the country to another.” Senator Barkley brought up 
the lake cargo coal case to illustrate one of the points on which 
he expressed the belief that the Commission had not observed 
the limits of the power set upon its acts by the Constitution 
and legislation. 

Senator Bruce, of Maryland, the one man who voted against 
the adoption of the resolution, expressed the opinion that the 
resolution involved a reflection, a real, opprobrious reflection, on 
the Commission in asking it under what sections of the inter- 
state commerce law, and under what clauses of the federal Con- 
stitution, it found authority, “to equalize prosperity” in this 
country. Continuing, he said: 


It seems to me that involved in such language as that there is 
an innuendo to which the Senate should not give its approval. Surely 
the Interstate Commerce Commission is not of ‘such low estate that 
the Senate can intimate in a resolution that it has so far forgotten 
its bligations under the constitution and laws of the land as to render 
decisions for the purpose of —— prosperity; that is to say, de- 
cisions completely usurping the authority of Congress and of the 
president of the United States. If the language of the resolution were 
changed in that respect, I should be willing to vote for it, because, 
after all, it is a mere request for information, information, doubtless, 
that is to be used for the purpose of making an assault on the con- 
firmation of Mr. Esch when that comes along in due course of par- 
liamentary procedure, but still information. But I do think that enough 
respect is entertained Ld the people of the United States for the Inter- 
state Commerce Commission, a commission that is held, I venture to 
Say, in higher esteem than almost any other agency of the government 
except the Supreme Court of the United States, to induce us to forbear, 
in a resolution asking for information, to attempt to fix nothing less 
than a stigma to the character and standing of the Commission. 


Resolutions of the legislatures of Kentucky and Virginia 
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protesting against rate decisions of the Commission were sub- 
mitted to the Senate, February 13, by Senators Barkley, of Ken- 
tucky, and Glass, of Virginia, respectively. Senator Glass said 
that if he had been in the Senate last week he would have voted 
for the Robinson resolution and he also gave notice he would 
address the Senate on the subject of the Virginia legislature’s 
resolution. He said he did not think it was necessary to amend 
the law to reach the situation complained of but that he thought 
“the trouble lies in the Interstate Commerce Commission rather 
than in the statute, and in an utter perversion of its power.” 

“I think its recent decisions involve a usurpation of power 
that constitutes a positive menace to industry and to the com- 
merce of the country,” said Senator Glass. “As I have stated, 
at an appropriate time I shall undertake to demonstrate that 
fact:'to the Senate and shall do all that within me lies to cor- 
rect the vice at its source, which is the Interstate Commerce 
Commission itself.” 

Senator Swanson, of Virginia, concurring in what his col- 
league said, asserted that, unless one had read the recent deci- 
sion of the Commission in the lake cargo coal case “it is im- 
possible to realize to what extent the Commission has arro- 
gated to itself the position of being the industrial master of 
America. It has arrogated to itself the power to fix rates on all 
railroads, to control competition, to control markets, to say 
who shall and who shall not sell goods in certain markets, and 
that certain sections and states shall be controlled by its im- 
perial industrial will. I am satisfied it was never intended that 
the Interstate Commerce Commission should become the in- 
dustrial master of America, should determine what states shall 
develop and what industries shall thrive and what shall not 
thrive. At the proper time I shall unite with my colleague in 
presenting this issue to the Senate and seek relief from such 
arbitrary power as is now arrogated to itself by the Interstate 
Commerce Commission.” 


The resolution adopted by the Virginia legislature follows: 


Whereas the constitution of the United States not only does not 
confer upon Congress the authority to impose tariff and other import 
duties upon commerce between the states, but affirmatively asserts 


pane principle of free and untrammeled commerce between the states; 
an 


Whereas the Interstate Commerce Commission in recent decisions 
and opinions has construed the transportation act and the interstate 
commerce act to confer upon it the authority not to regulate the con- 
duct of interstate commerce, but to control it to the extent of ex- 
cluding the commerce of certain states from competitive markets 
outside their borders and of giving a monopoly of trade in those 
markets to competitors in other states; and 

Whereas this construction of the statutes by the Interstate Com- 
merce Commission will work inevitable and fatal injury to the inter- 
change of all business between the states, and therefore to the general 
welfare of all the people, and said decisions and opinions have already 
proven injurious to the coal, agricultural, horticultural, manufacturing 
and fishing industries of Virginia by directly impairing its internal 
business in interstate commerce: Now, therefore, be it 

Resolved by the house of delegates (the senate concurring), That 
the Senators and Representatives in the Congress of the United States 
from the state of Virginia be, and are hereby, requested to do every- 
thing in their power to effect such changes in the Federal statutes as 
will prevent a repetition of such decisions and to have said statutes so 
amended as to make the construction thereof aforesaid impossible. 


The resolution adopted by the Kentucky legislature asked 
Congress to inquire into the activities of the Commission “in 
its interference with the freedom of commerce between the 
states, and its acts seeking to control industry and to stifle 
and suppress competition,” and to enact such legislation as was 
necessary to prevent a continuation of such acts and policies. 
The resolution charged that the Commission had adopted the 
policy of “increasing the disparity between the rates of com- 
peting producers and shippers and of steadily increasing the 
freight rate disadvantage of the long-haul shipper by making 
distance the sole measure of rates.” It further charged that 
the Commission was preventing carriers from reducing rates 
where such reductions were necessary to enable shippers served 
by such carriers to compete in the markets and where the car- 
riers proposing reductions were able to make them without 
casting a burden on other traffic. 

The resolution assailed the last lake cargo coal decision of 
the Commission as illustrative of the tendencies of the Com- 
mission complained of, and asked the Senate not to confirm 
the nomination of Commissioner Esch for reappointment and 
urged the Kentucky delegation in Congress to do all it honor- 
ably could to prevent confirmation of the appointment, because 
the commissioner had indicated by his votes that he “indorses, 
supports and advocates the objectionable, dangerous, and un- 
lawful tendencies and acts of the Commission hereinbefore set 
out, and is not, therefore, in our opinion, a proper person to be 
a member of the Interstate Commerce Commission.” The reso- 
lution, in part, follows: 


Whereas the majority opinion in lake cargo rates, 1925, is illustra- 
tive of these tendencies on the part of the Interstate Commerce Com- 
mission and its method of fixing railroad freight rates, particularly on 
coal, all of which we deem unsound, unlawful, and dangerous, and may 
be set forth as follows: 

1. To magnify the importance of a so-called rate structure, re- 
gardless of actual transportation conditions and abilities of railroads 
serving certain communities; 

2. To give undue, and apparently controlling weight to mere differ- 
ences in mileage, disregarding the facts as to actual transportation 
costs and operating conditions, and particularly disregarding, as con- 











cerning Kentucky, the fact that some railroads have been constructed 
solely for the purpose of moving coal, which fact takes such roads 
out of the class of roads carrying diversified freight: 

3. To increase freight differentials in order to offset higher costs 
of production of coal; 

4. To disregard the fundamental purpose of the constitution to 
promote interstate commerce, and to destroy it under the name of 
regulation; 

5. To carry these methods of rate making to the point where the 
result is the zoning of the country so that established markets would 
have to be abandoned, established business plants moved, sources of 
supply cut off, and the whole business structure of the country de- 
stroyed; and 

Whereas these tendencies of the Interstate Commerce Commission 
are particularly injurious to the state of pcomennagy d in their destruc- 
tive effect upon its coal industry, for the reason that a large part of 
its coal must be transported long distances to reach its accustomed 
markets where it meets in competition coal produced under differ- 
— in freight rates adverse to it fixed in the manner here 
stated. 


Senator Pittman, of Nevada, said he was very much de- 
lighted to ascertain that a number of senators had discovered 
the fact that the Commission was usurping power that was 
not granted to it by Congress, and referred to the long-and- 
short-haul question, and the making of compensatory rates in 
connection therewith. 

Senator Glass said the Commission in its recent decisions 
had gone far beyond the question of adjusting railroad rates 
with respect to their compensatory nature. 

“It has assumed the authority to establish the industrial 
processes of an enterprise and to say, if a particular enterprise 
is conducted under processes of thrift and profit, railroad rates 
may be adjusted so as to favor another competitive enterprise, 
the processes of which are thriftless and unprofitable,” said he. 
“The intricacies of the long-and-short-haul problem are not at 
all involved in the recent decisions. In them the Interstate 
Commerce Commission has appropriated power that does not 
reside in'the Congress itself and therefore cannot be delegated to 
the Interstate Commerce Commission.” 

Senator King, of Utah, said the belief was prevalent in 
the intermountain section that a proper construction of the 
long-and-short-haul clause had not been adopted by the Com- 
mission. Discussing the transportation question generally, Sen- 
ator King said that while the Commission was not impeccable, 
and that it had made decisions believed to be unsound, he 
believed it had tried to do its duty “and I believe the efforts of 
Congress should be to strengthen and not to weaken it.” He 
thought it a dangerous thing for Congress to attempt to legislate 
to meet every situation “and to prescribe the course of conduct 
of this important federal agency.” He said the substantive 
law relating to the transportation problem must come from 
Congress but that in the administration of the law and in the 
discretion that a body such as the Commission must possess, 
“Congress should be loath to interfere.” 


“The Interstate Commerce Commission cannot maintain 
its prestige or expect to engage the respect of the people of 
this country by the usurpation of power, by a prostitution of 
the statute itself,’ said Senator Glass. “There is no need to 
alter the statute. The need is to alter the Interstate Commerce 
Commission.” 


In the debate that preceded adoption by the Senate of the 
Robinson resolution, Senator Bruce, of Maryland, raised the 
question as to whether the Commission was not being criticized 
for dqing things directed by the Hoch-Smith resolution. The 
senator contended that, in a discussion of the matter with Sen- 
ator Barkley, of Kentucky, that the Hoch-Smith law did prvoide 
that the Commission was to look into the entire rate structure, 
and then make changes if it found them necessary. He said 
that, while he favored the Hoch-Smith resolution as a measure 
of relief for agriculture, he thought that it was in some respects 
a very unwise law and was more responsible than the Commis- 
sion itself for the abuses or alleged abuses of which Senator 
Barkley spoke. 


Senator Barkley could not see that the Hoch-Smith resolu- 
tion embodied a suggestion that Congress intended to empower 
the Commission to use the medium of freight rates to build up 
one section and tear down another section of the country, agri- 
culturally or otherwise. 

“I think that would be, of course, a most lamentable and 
indefensible result, but, all the same, the tendency of the lati- 
tude of discretion with which the Commission is clothed by the 
resolution is to produce that very state of things,” said Senator 
Bruce. 


COAL STOCKS SURVEY 


“The railroads have drawn upon their stocks since October 
1, but the quantity remaining on January 1 was large even for 
this season of the year,” says the Department of Commerce in 
a statement on stocks of coal as of January 1. “The net de- 
crease in the last quarter of 1927 was 1,781,000 tons. The total 
on hand at the beginning of the new year, as reported by the 
American Railway Association, was 14,729,000 tons. This was 
an increase of 1,230,000 tons over January 1, 1927, and 3,663,000 
tons over January 1, 1926.” 

On January 1, there were 980,000 tons of unbilled coal on 
wheels awaiting shipment, according to the report. 
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On the upper lake docks, the stocks of bituminous coal ag 
of January 1 totaled 8,409,453 tons, about 2,840,000 tons more 
than the reserves on hand a year ago. 

Consumers’ stocks of bituminous coal on January 1 amounted 
to 55,500,000 tons, as compared with 61,900,000 tons on October 1, 


CROSSING ACCIDENTS 


Reports for the first ten months in 1927, filed by the raj. 
roads with the Commission, show a reduction under the cor. 
responding period in 1926 not only in the number of accidents 
at highway grade crossings but also in the number of casualties 
resulting therefrom. 

In the first ten months in 1927, 4,373 accidents at highway 
grade crossings were reported, a decrease of 242 compared with 
the corresponding period in 1926. Persons killed in such acgj- 
dents for the ten months’ period in 1927 totaled 1,900, or 9% 
below the same period the year before. Reports also showed 
5,179 persons injured, or a reduction of 289 compared with 1996, 


DENISON WATERWAY BILL 


Representative Denison, of Illinois, has introduced a bill, 
H. R. 10710, amending the law creating the Inland Waterways 
Corporation, so as to increase its capital to $15,000,000, all, of 
course, to be subscribed by the United States. For the additiona| 
capital stock purchase the bill appropriates $5,000,000. 

The bill also provides for continuance of present service on 
the Mississippi and its extension, by the corporation, to the 
stretch above St. Louis when there is an improved channel suf. 
ficient to permit such service. 

Another provision is for the gathering of data by the chief 
of engineers of the United States army as to traffic, terminal 
arrangements and possible joint traffic arrangements with con- 
necting carriers to tributaries of the Mississippi so that the Sec- 
retary of War may, if he deems it advisable, recommend that 
Congress provide for the extension of the corporation’s services 
to such tributaries or connecting waterways. Provision is also 
made, if the Secretary of war deems it advisable, to receive 
bids for the purchase or lease of boats and barges owned by the 
corporation if it is deemed advisable to discontinue any part of 
the operations of transportation or terminal facilities of the cor- 
porate, to a person or persons not connected directly or indi- 
rectly with any railroad or other carrier subject to the interstate 
commerce act for continuance of operations by a private person 
or corporation. The Secretary of War is authorized, in such a 
case to ask the Interstate Commerce Commission to appraise the 
fair value of the properties to be sold or leased. 

The bill also provides that the operation of the terminal and 
transportation facilities under this act shall be subject to the 
provisions of the interstate commerce act. 

Senator Deneen, of Illinois, has introduced the Denison 
inland waterway bill (H. R. 10710) in the Senate. It is des- 
ignated as S. 3239. 


ALASKA RAILROAD ITEMS 


After the Senate had passed the bill making appropriations 
for the Department of the Interior, Senator Howell, of Nebraska, 
had questions disposed of by the passage opened again so as 
to enable him to offer amendments limiting the uses to which ap- 
propriations for the Alaska railroad, owned and operated by the 
government might be put. He offered an amendment saying that 
no part of an item of $400,000 for capital purposes should be 
spent on that part of the railroad between Seward and Anchor- 
age. Another limited the expenditures so that none of them 
would be available for the operation of the Chatanika narrow 
gauge extending for 39 miles northeast from Fairbanks. 

Both amendments were lost. In asking that the questions 
be reopened for his colleague, Senator Norris of Nebraska sug- 
gested that Senator Howell was not present when the items were 
considered. 

Senator Howell desired to exclude the Chatanika branch 
because, as he said, it mainly served the United States Smelting, 
Refining & Mining Co., a concern he said should operate the 
narrow gauge if it needed a railroad. He desired to exclude the 
part of the road between Seward and Anchorage so as to have 
the terminal at Anchorage. 


PACIFIC COAST HIGHWAY BILL 


Representative Crail, of California, by request, has intro- 
duced H. R. 10879, a bill to provide for the establishment of 4 
Pacific coast national highway system. It would authorize ex 
amination, survey and report to the War Department, as & pre 
liminary to the improvement, construg¢tion and preservation of @ 
system of motor-truck highways to meet the transport require 
ments of heavy commerce in time of peace and of heavy ord- 
nance in time of war and to serve as post roads, with proper and 
sufficient laterals, in the states of California, Oregon and Wasb- 
ington. The bill would authorize an appropriation of $250,000, 
or so much thereof as might be necessary, to defray the ex 
penses in connection with preparation of plans and reports. 
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MOTOR REPORT ARGUMENTS 


The Trafic World Washington Bureau 


The Commission listened to arguments on February 10 on 
the report of Attorney-Examiner Leo J. Flynn, in No. 18300, its 
motor truck investigation. While only one day was assigned for 
that purpose the Commission made its plans to give part of the 
following day in the event that those desiring to be heard could 
not be accommodated on the first day. Time was assigned to 
the following: 

A. P. Thom, for the Association of Railway Executives; 
L. H. Strasser, Wabash Railway; W. A. Cole, Boston & Maine; 
R. R. Bradley, American Electric Railway Association; J. M. 
Meighan,. American Automobile Association; Jabez Dunning- 
ham, New England Interstate Bus Association; La Rue Brown, 
Motor Truck companies of Massachusetts et al.; Day Baker, 
Motor Bus Association of New England; A. J. Brosseau, National 
Automobile Chamber of Commerce; H. S. Shertz, Pennsylvania 
Motor Truck Association et al.; R. H. Culbertson, Washington 
Motor Freight Association; H. E. Manghum, Motor Truck As- 
sociation; J. H. Hays, Iowa Truckers’ Association et al.; E. B. 
Martin, Auto Livery Association; W. H. Day, Boston Chamber 
of Commerce; L. G. Macomber, Detroit Board of Commerce; 
and J. J. Ruster, Camden (N. J.) Chamber of Commerce. 

The persons to whom time was assigned, in several in- 
stances, surrendered to others their privilege to speak, and in 
a number of instances did not appear at the argument. 

Mr. Thom praised the Flynn report and said that he agreed 
with it except as to the effort of the examiner to make a dis- 
tinction between common carrier trucks which, he said, should 
not be made in any report the Commission might make to Con- 
gress. As in the exceptions filed by him in behalf of the Asso- 
ciation of Railway Executives Mr. Thom spoke of uniformity 
in the treatment of common carrier trucks and for a clarifica- 
tion of some of the Flynn recommendations. He favored regu- 
lation of the trucks which practically every other speaker dis- 
approved. 

In behalf of the Wabash, Mr. Strasser pointed out the com- 
petition between the busses operating along the route of the 
Wabash as foundation for his declaration that state regulation 
was neither effective nor adequate. He said that some of the 
busses had been denied certificates of convenience to op- 
erate within given states, notwithstanding that fact. The un- 
certificated busses, he said, evaded the state statute by selling 
interstate tickets, as for instance, from East St. Louis to Kan- 
sas City, Mo., when, as a matter of fact, they were carrying 
passengers from St. Louis to Kansas City, wholly within Mis- 
souri. He said they forced certificated lines to reduce rates and 
themselves did not always observe published rates. He said if 
contract carriers were exempted then certificated carrier regu- 
lation would be a failure. 

Mr. Brosseau opposed regulation of the trucks and gave rea- 
sons why the plan to bring them under regulation would prove 
burdensome and ineffective. 


The electric railways, Mr. Bradley said, had been working 
for more than three years to bring about the regulation of the 
motor vehicles, particularly the busses. He expressed the be- 
lief that there should be legislation now and that exceptions, 
other than those mentioned by Mr. Thom, should be taken to 
the Flynn report. 

E. W. Wakelee, a New Jersey senator, speaking for New Jer- 
sey authorities and as an operator of busses, said he thought 
something should be done now. He doubted whether it would 
be advisable to try for legislation covering the subject com- 
pletely. He said the motor bus industry needed protection in 
the way of certificates of convenience or necessity, and he did 
not care what authority issued such permits, but that there 
should be some protection under which the industry could de- 
velop. He said that the motor truck should be eliminated from 
the proposed legislation. 


S. A. Markel, speaking for the bus division of the American 
Automobile Association, thought that Flynn had made a re- 
markably able report and that it was the best record the asso- 
ciation had seen. The association, he said, advocated regula- 
tion. He said that all regulations should be by the same statute 
and none under the interstate commerce act. As bus operators, 
he said, the association acquiesced in the exceptions taken by 
Mr. Thom. He thought all carriers of passengers except taxi- 
cabs, hotel busses, and school busses, should be in one class and 
subject to the same statute. He said that the state commis- 
sions were effective and adequate within their field and that 
the Texas commission had done wonderful work. He said he 
Wished the Commission would recommend immediate legislation. 

Mr. Ruster heartily favored the adoption of the Flynn re- 
Port and read a resolution by the Camden Chamber of Com- 
merce favoring regulation of every agency of transportation 
8o that one would destroy another. 

Mr. Brown said that his Massachusetts clients were inter- 
ested primarily in trucks and his California clients primarily in 
~aapee He opposed regulation of the truck and suggested sim- 
legislation for the regulation of busses, including a provi- 
son in the statute making joint boards mandatory. 
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Mr. Shertz said that his association was vigorously opposed 
to any legislation for motor trucks and also emphatically op- 
posed to the regulation of the motor bus in the form proposed 
by Mr. Flynn. His view was that the virtues of the motor 
vehicle far overshadowed the few vices and that the vices had 
been overemphasized in the examiner’s report. He said that 
the machinery proposed for the regulation of the bus was un- 
workable. 

Mr. Culbertson protested against the Flynn report as a 
foundation for the regulation of trucks. He said that the motor 
bus and the truck were so different in the services rendered 
that they couldn’t be dealt with by the same legislative phrases. 
He told of the work of the Washington state authorities in the 
regulation of motor vehicles. 

In behalf of the Motor Truck Club of New Jersey and the 
Motor Truck Association of Connecticut Mr. Manghum said that 
burdening motor trucks with regulation at this time would halt 
their growth and strip them of traffic, making necessary the use 
of proprietary trucks by shippers who did not want to make 
that investment and augmenting the traffic flow of contract car- 
riers, without benefit to the railways but with incalculable in- 


jury to the truck operators and the shipping public. He further 
said: 


The record in this case is replete with evidence demonstrating 
the economic necessity of motor transportation, its complementary 
rather than competitive relation to the railroads, its developmental 
stage, a total lack of any demonstrated public necessity, and the 
many indispensable and needed services it is rendering the shippers. 

Among those services, the examiner mentions a most necessary 
one, that of handling funerals. Well, gentlemen, if any such regulation 
as is here proposed is translated into law there will most certainly 
be a funeral; but instead of being the carrier the motor truck wil be 
the corpse and the shipping public the mourners. 


Time was given to a number of men who appeared at the 
argument without having asked to be allowed to discuss the 
subect. All however, heeded the chairman’s admonition to such 
good effect that the discussion was closed in one day by the 
Commission’s sitting a little longer than usual, Those who 
spoke under arrangements made after the list of speakers was 
prepared were Frank Neutze, A. P. Marsh, C. Baldwin, Thomas 
Snyder, J. D. Landis, F. P. Smith and T. A. Horrocks. 

Mr. Marsh spoke for Connecticut truckmen and particularly 
for such as he whose specialty was the transportation of valu- 
able furniture requiring to be guarded all the time. He spoke 
of one trip he made into New Hampshire carrying furniture 
of the sort he said could not be obtained at the place where 
it was going and where it would be stolen, if not constantly 
guarded. Chairman Campbell, in mock seriousness, asked it 
it could be true that New Hampshire people would steal. 

“Yes, sir, they will steal rare colonial furniture such as 
this was,’ answered Mr. Marsh, whose objection was to regula- 
tion for carriers of that character. 

Mr. Hays, for the bus operators in the Dakotas, and the 
Iowa Truckers’ Association, opposed truck regulation and added 
that his opinion was that those who advocated bus regulation 
wanted very little of that. 

Mr. Smith, speaking for the Ohio Association of Merchan- 
dise Haulers, said that the attempt to regulate trucks in Ohio 
was a complete failure because of the impossibility of distin- 
guishing between ordinary common carriers and contract car- 
riers. Hundreds of truckers had given up their certificates be- 
cause, he said, they found that if they wanted to make a living 
they had to be ready to haul what was offered to points where 
the shippers wanted their stuff to go. He wound up by saying 
that if the Commission found a way to regulate trucks he 
wished it would send the formula to Ohio. 

Mr. Snyder, for Indiana and Kentucky truck men, pointed 
out the objection they had to Flynn’s recommendations. 

Mr. Landis, secretary of the Ohio Truck Owners’ Associa- 
tion, owner and operator of a truck, said he had found that 
competition between the trucks and railroads, at railroad rates, 
was impossible beyond 35 miles. Therefore, he said, the trucks 
were taking, in most instances, only such things as the railroads 
could not haul within the time available. He said he felt no 
regulation was necessary, but that if any were found necessary 
it should be under a statute so plain that the truck owner could 
understand it without the help of a lawyer. 

Mr. Horrocks opposed the regulation of movers of house- 
hold goods by any authority other than the states. He spoke for 
the Minnesota Truck Owners’ Association. 

In closing the argument for the railway executives Mr. 
Thom said that to undertake to regulate the common carrier 
truck and not the contract carrier would not reach the bulk of 
the traffic but that in view of the almost universal demand that 
proper regulation of bus traffic should be expedited the settle- 
ment of the question ought not to be delayed by consideration 
of how far regulation should go in another direction. There- 
fore he suggested that if the Commission found difficulty as to 
the extent to which trucks should be regulated it should make 
a recommendation for a plan of bus regulation and continue its 
study of the truck situation, but recommend the registration of 
all trucks engaged in interstate commerce for hire and the mak- 
ing of such reports regarding their business as the Commis- 
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sion might deem advisable, so that it might become better 
acquainted with the situation. 

Cc. C. McChord said there was no demand for the regula- 
tion of the truck and that it was a question of the stangulation 
of this industry. He said there were thousands of financially 
little men in the business who could not stand the expense of 
keeping their books and making the reports that would be 
required by a system of regulation. Mr. McChord said he would 
file his views so that the commissioners might read them. 

“But I expect you to read them,” he added. “Take them 
home and read them over on Sunday.” 

Mr. Brosseau said he thought it was not fair for Mr. Thom 
to try to tack responsibility upon the National Automobile 
Chamber of Commerce for starting the agitation for regulation 
of motor vehicles, as Mr. Brosseau said Mr. Thom had done, at 
a transportation conference in May, 1925. Mr. Brosseau said the 
agitation had been started before that time. Mr. Thom arose to 
say he had a statement prepared by a very careful man in his 
office, of all the dates, but Chairman Campbell wanted to know 
of what importance the question was any how. 

“T don’t think it is of importance except that we have been 
charged with having started it,” said Mr. Thom. 

“For many years I have been absolutely against motor 
truck regulation, but conditions now existing today and that 
have existed for a long time and getting worse daily, convince 
me that putting off the matter now to a later date is utter fool- 
ishness and folly,” said W. B. Hiner, president of the Red Ball 
Transit Company, of Indianapolis, Ind., in a brief submitted to 
the Commission. “We must face the issue and we must do 
it now to preserve the motor truck industry as well as benefits 
of same which go to the user of the motor trucks on the public 
highway. I have read the conclusion of Examiner Leo Flynn’s 
report of the thirteen hearings and I see no reason why it 
should be attacked in the manner it has been attacked and 
by the men that have done the attacking.” 

The Nebraska Motor Transport Association expressed the 
hope that the Commission would conclude that the time for 
federal regulation of truck transportation had not yet arrived. 

The South Jersey Port Commission urged adoption of the 
Flynn report. 

The Commission has denied the petition of the National 
Industrial Traffic League for a 90-day postponement, from Feb- 
ruary 7, of the time for filing exceptions to the Flynn report. 
(See Traffic World, February 11, p. 347.) The League’s com- 
mittee on highway transportation expected such denial, accord- 
ing to a bulletin issued by J. H. Beek, executive secretary of 
the League. As there was some question of the authority of 
the committee to speak for the membership, until the. member- 
ship had considered the Flynn report, the petition for postpone- 
ment was deemed to offer a desirable method for the protec- 
tion of the interests of the members, in the event it should 
become necessary for the League to appear before a committee 

- of Congress in regard to a bill drawn along the lines in the 
examiner’s report. 




























































Shipping Decisions 
* Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


(District Court, D., Maryland.) Vessel has no maritime lien 
for demurrage charges paid to railroad company for use of cars 
into which cargo was unloaded, and such non-maritime claim 
cannot be changed into maritime lien by agreement of parties 
in bill of lading, so that admiralty court has no jurisdiction of 
such claim.—California & Eastern S. S. Co. vs. 138,000 Feet of 
Lumber, etc, (William C. Dorsey & Sons Co., intervener), 23 
Fed. Rep. (2d) 95. 

It is universally recognized in United States that vessel has 
lien on cargo for ocean freight and demurrage.—Ibid. 

Vessel’s lien on cargo for ocean freight and demurrage is 
not lost by delivery, if vessel expressly retains it.—Ibid. 

“Demurrage,” in maritime sense, is charge allowed to vessel 
for delaying here in unloading, in nature of compensating her 
for _— she might have earned, had she not been so delayed. 
—Ibid. 

In maritime sense, the expression “dead freight” is used to 
denote compensation payable to owner when charterer failed to 
ship full cargo, and assuming valid lien for dead freight may be 
created by agreement in charter or bill of lading, basis of such 
lien is directly related to vessel’s services, as distinguished 
from demurrage paid railroad for use of cars into which cargo 
is discharged.—Ibid. 

Railroad normally, in absence of special arrangements, has 
no claim which it may assert against vessel or her owner for 
demurrage for use of cars into which cargo is discharged at pier, 
but its rights would lie against shipper or consignee.—lIbid. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Hamilton County.) Carrier, 
though under duty to furnish car to shipper on demand which 
was suitable and safe for carriage of particular kind of com. 
modity to be shipped, was not obliged to furnish car perfect 
in all its parts for shipment of strawberries.—Fean et al. ys, 
Alabama Great Southern R. Co., 159 N. E. Rep. 487. 

Carrier of perishable goods is not an insurer as against 
inherent vices in commodities or against fault on part of shipper, 
—Ibid. 

In action against carrier for damages to _ strawberries 
shipped, tried on theory that car was defective and refrigeration 
improper, questions as to defect in car and proper refrigeration 
held properly submitted to jury.—Ibid, 

In ,action against carrier for damages to strawberries 
pleaded and tried on theory that car was defective and refrigera. 
tion improper, charge that, in absence of finding of improper 
refrigeration or defective condition of car, carrier would not be 
liable, held proper under pleadings and evidence.—Ibid. 


In: action against carrier for damages to strawberries in 
transit, charge that proof of good condition of strawberries at 
time of delivery for shipment and of deteriorated condition at 
time of delivery to shipper at destination would make prima 
facie case of carrier’s liability, which carrier must produce proof 
to overcome, held not erroneous as removing common-law lia- 
bility of carrier as insurer or as confusing issue of burden of 
proof.—lIbid. 

Shipper, who proves that perishable goods deliveerd to car. 
rier in good condition for shipment were delivered at place of 
destination in deteriorated condition, makes out prima facie case 
of carrier’s liability.—Ibid. 

United States government certificate of inspection report 
on car held not conclusive as to statements contained therein 
ee aa against carrier for damages to strawberries in transit. 

In action against carrier for damages to strawberries in 
transit, refusal of requested instruction that tariffs introduced 
in evidence were part of contract of carriage binding carrier 
held not error, where no specific matter in tariffs was referred 
to, and where pertinent matters therein were fully covered in 
charge.—Ibid. 

Refusal of instructions is proper, when requested after 
the general charge, where matter requested to be charged is 
otherwise covered.—Ibid. 


(Supreme Court of Michigan.) Carrier’s knowledge of loss 
of shipment does not excuse filing of claim required by bill of 
lading, regardless of whether such knowledge would render giv- 
ing of notice unnecessary, since “notice,” which is to give carrier 
opportunity to promptly investigate, and “filing of claim,” which 
is demand for specified damages which carrier may allow or 
disallow before suit can be brought, are distinguished in trans- 
portation act 1920 (41 Stat. 456).—Douglas Shoe Co. vs. Pere 
Marquette Ry. Co. et al., 217 N. W. Rep. 12. 

Where declaration alleges negligence by carrier in loss of 
a shipment, plaintiff to recover must prove it by preponderance 
of evidence, since burden of proof is fixed by pleadings.—Ibid. 

Burden of proof never shifts, but burden of proceeding shifts 
to defendants when plaintiff makes prima facie case.—lIbid. 

General rule is that failure of carrier to make delivery of 
goods intrusted to it for transportation raises presumption of 
negligence. 

Where carrier’s failure to deliver goods intrusted to it for 
transportation- was accounted for in plaintiff’s evidence by show: 
ing theft without showing circumstances under which goods 
were stolen, plaintiff did not make prima facie case, under pleat: 
ings alleging negligence in loss of goods, since theft does not 
raise presumption of negligence.—Ibid. , 

Where shipper did not file claim with carrier as required 
by stipulation in bill of lading for loss of goods stolen in transit 
and did not show any negligence of carrier, it cannot be per 
= to recover, under transportation act 1920 (41 Stat. 456).— 

id. 

(St. Louis Court of Appeals, Missouri.) Mere showing of 
non-delivery of express shipment did not make case for “damage 
in transit,” within meaning of section 7 of uniform express 
receipt and interstate commerce act, as amended by Cummins 
amendment (49 USCA, sec. 20, par. 11; U. S. Comp. St., set. 
8604a), so as to obviate necessity for giving written notice of 
claim within 6 months and 15 days after date of shipment, since 
phrase in express receipt and statute that if loss was due to 
delay or damage while being loaded or unloaded, or damage 
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“THE ECLIPSE” is one of the 

most important trains in the fleet 

of 61 named Pennsylvania freights 

that have set remarkable records for 

regularity and dependability of on 
time arrivals 


hat reaches - 


its destination regularly on time 


VEN more amazing than an 
eclipse itself is the ability of 
scientists to prophesy just when the 
phenomenon will appear. So accu- 
rately can they gauge the arrival of 
eclipses that they seldom fall short 
of the exact time by more than a 
few seconds. 


Just as scientists can tell the time 
when an eclipse of the Heavens is 
due—railroad men and shippers can 
prophesy a prompt arrival for “The 
Eclipse” of the Pennsylvania freight 
service. For over a long period of 
months this train has reached its 
destination regularly and depend- 
ably on schedule. 


Every night at the appointed 
hour “The Eclipse” leaves St. Louis 
with merchandise bound for Eastern 
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Seaboard Cities. Important among 
the items of its cargoes are cotton 
and petroleum products from the 
Great Southwest. 


whose regular on time 
arrivals have earned them 
distinctive names: 


‘“*THE DERBY’”’ 
Perishable — Merchandise 
Chicago to Indianapolis 


‘‘UNCLE REMUS” 
Perishable Freight 
(From Southern States) 
Washington to Boston 


‘“*THE METEOR’”’ 
Perishable — Merchandise 
Pcnaiacnaiaince Cities to Cleveland 


Here are three other named 
Pennsylvania freight trains 





In carrying such valuable goods 
to the Atlantic Seaboard “The 
Eclipse” plays a part daily in the 
industrial life of America—bringing 
to their destinations many products 
that ‘are essential to Eastern indus- 
tries. 


The route of “The Eclipse” goes 
through Indiana, Ohio and Pennsyl- 
vania—lTerre Haute, and Indian- 
apolis, Bradford, Columbus, Den- 


nison, Pitcairn and Harrisburg— — 


to the Eastern Seaboard Cities. 


Thoroughly trained crews handle 
“The Eclipse” — bringing it through on 
time regularly—rain, fog, hail or shine. 
And, as it runs Eastward, hundreds of 
men along the route exercise a careful 
vigil, adding their efforts to those of 
the train crews to insure consistent and 
regular on schedule performance. 






ener Ralitroap 


Carries more passengers, hauls more freight than any other railroad in America | 
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in transit “by carelessness or negligence,” no notice of claim 
shall be required, has no reference to presumption of negligence 
arising from mere fact of non-delivery, but means negligence 
in fact or actual negligence, as distinguished from presumptive 
negligence.—Mt. Arbor Nurseries vs. American Ry. Express Co., 
300 S. W. Rep. 1051. 


Under interstate commerce act, as amended by Cummins 
amendment (49 USCA, sec. 20, par. 11; U. S. Comp. St., sec. 
8604a), filing of claim in writing within 6 months and 15 days 
after date of shipment is condition precedent to recovery for 
non-delivery of express shipment, since case of non-delivery is 
“failure to make delivery” within statute and express receipt. 
Ibid. 


Under interstate commerce act, as amended by Cummins 
amendment (49 USCA, sec. 20, par. 11; U. S. Comp. St., sec. 
8604a), verbal notice to carrier of non-delivery of shipment 
within 6 months and 15 days after date of shipment, which was 
time specified in uniform express receipt and statute, was in- 
sufficient, since law expressly requires written notice of claim.— 
Ibid. 


Prohibition against unjust discrimination between shippers 
precluded waiver by carrier of failure of shipper to give written 
notice of nou-delivery within 6 months and 15 days after date 
of shipment, as required by express receipt and interstate 
commerce act, as amended by Cummins amendment (49 USCA, 
sec. 20, par. 11; U. S. Comp. St., sec. 8604a).—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Idaho.) Right of party to have jury 
pass upon question of liability is fixed and absolute one, where 
circumstances are in dispute and evidence conflicting or when 
proof discloses such state of facts that in attempting to fix re- 
sponsibility for injury different minds may honestly arrive at 
different conclusions.—Cooper vs. Oregon Short Line R. Co., 
262 Pac, Rep. 873. 

Where there is substantial evidence to support verdict it 
must not be disturbed on appeal.—lIbid. 

Question of carrier’s negligence in transporting live stock 
could be passed upon by court only if there was no evidence 
to warrant verdict for plaintiff shipper.—lIbid, 

A motion for a directed verdict ought to be granted, when 
plaintiff has shown nothing to establish his claim of carrier’s 
negligence in transporting live stock.—Ibid. 


Mere conjecture and speculation cannot be indulged in to 
establish negligence of carrier in transporting live stock.—Ibid. 

Court can take judicial notice of habits and propensities of 
animals.—Ibid. 


It is a matter of common knowledge that horses strange 
to each other frequently fight when brought into close contact. 
id. 


When shipper or his caretaker accompanies a shipment of 
live stock under contract to care for them en route, burden of 
proving negligence resulting thereto rests upon him.—lIbid. 

A carrier is not liable for injuries resulting to animals from 
their natural propensities nor from attacks from other animals 
in same car.—lIbid. 


Where shipment of animals is made accompanied by care- 
taker, proof of injuries to such live stock is not alone sufficient 
to establish negligence.—Ibid. 


In action for damages for injury to shipment of horses, 
where it did not appear that car containing horses was at any 
time while at town where injuries occurred in position where 
shipper or his caretaker, accompanying shipment, could not and 
did not have it under observation, it was incumbent upon ship- 
per to establish such fact before burden of proof shifted to 
carrier to show its lack of negligence.—Ibid. 


In action for damages for injury to shipment of horses, 
plaintiff’s statement that trainmen were switching and jamming 
car containing horses around was not sufficient to establish 
carrier’s negligence, since a jerk of a freight train of itself is 
not evidence of negligence,—Ibid. 


It is a matter of common knowledge, of which courts take 
judicial notice, that in ordinary handling of trains there is more 
or less jamming and jolting necessary, and this is not neg- 
ligence per se.—Ibid. 

To constitute “negligence” on part of carrier, jerking, jolt- 
ing, or jamming of freight car must have been accomplished 
with unusual severity or violence and not have been ordinary 
train movements.—Ibid. 

Court can pass on question of negligence as matter of law 
only when all reasonable men would construe facts in same 
way.—lIbid 

In action for damages for injury to. shipment of horses 
accompanied by caretaker, evidence of carrier’s negligence in 
—s car containing horses held insufficient to go to jury.— 

Where a party is entitled to have a verdict directed in his 
favor at close of evidence, and case is reversed on his appeal, a 
new trial will not be ordered.—Ibid. 
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MARINE LEGISLATION 


The Traffic World Washington Bureay 


The House committee on merchant marine and fisheries 
will begin hearings February 27 on proposed merchant marine 
legislation, including the Jones bill recently passed by the 
Senate, the White bill and the Wood bill. 

Views of the committee on shipping legislation of the Middle 
West Foreign Trade Committee have been transmitted to mem. 
bers of the House by H. B. Arledge, special representative of the 
organization. In formulating legislation to insure proper maip. 
tenance of a merchant marine, Congress has two propositions 
to consider and provide for, according to letters sent to House 
members by Mr. Arledge. The first relates to lines that private 
enterprise, with some reasonable aid, may be able to maintain, 
and the second to the many essential cargo lines that private 
enterprise frankly admits it cannot maintain without a sub. 
stantial cash subsidy, according to the committee. Hope ig 
expressed by the committee that Congress may be able to ex. 
tend aid that will enable the carrying out of the proposal of 
the Transoceanic Corporation for establishment of a fast pass- 
enger-cargo service in the north Atlantic under private owner. 
ship and operation, 

Essential cargo services of the Shipping Board, however, 
the committee believes, should be maintained until private en. 
terprise will maintain them. This phase of the merchant marine 
problem should receive first attention from Congress, in the 
opinion of the committee. 

“Our shippers and receivers will fully support these ser. 
vices when the Congress makes it absolutely sure that the ser. 
vices will be permanently maintained,” said Mr. Arledge. “We 
earnestly hope that the Congress will provide, in one bill or 
preferably in separate bills, for the permanent maintenance of 
lines that private enterprise will not maintain or until private 
enterprise will maintain them; and grant aids that will enable 
private enterprise to establish services such as are proposed by 
Mr. Wilder (Transoceanic Corporation).” 

Representative White, of Maine, chairman of the House con- 
mittee on merchant marine, has introduced a bill, H. R. 10756, 
which he hopes will bring about the creation, development and 
maintenance of an American merchant marine having both 
cargo vessels and passenger-mail carriers, owned and operated 
by private American citizens. 

In a statement explaining the measure, Mr. White sets forth 
that it “proceeds upon the assumption that the American people 
prefer private operation of ships to governmental ownership and 
operation and that they are willing to pay reasonable amounts to 
effect the transfer of existing governmental lines to private 
hands and to insure successful operation of these and new ves- 
sels by private operators.” 

The title of the measure is “to create, develop and maintain 
a privately owned American merchant marine adequate to serve 
trade routes essential in the movement of the industrial and agri- 
cultural products of the United States, and to meet the require- 
ments of the commerce of the United States; to provide for the 
transportation of the foreign mails of the United States in ves- 
sels of the United States; to provide naval and military auxil- 
iaries; and for other purposes.” 

Mr. White hopes within a short time to institute hearings on 
this measure and others providing methods of building up and 
maintaining an American merchant marine with the purpose of 
obtaining agreement upon a measure having the support of a 
majority of the committee. Included in this program will be the 
Wood bill which provides mail aid for American vessels, but 
Mr. White would not say whether or not he would ask his com- 
mittee to consider at the same time the Jones government own- 
ership bill, recently passed by the Senate, and which has been 
referred to the merchant marine committee. 

The White bill will provide, if enacted, all the assistance 
from the government requested of the Shipping Board by Law- 
rence Wilder and associates for the institution of a high-speed 
passenger and mail service between the United States north 
Atlantic coast and French and British ports. 


The principal features of the measure provides for more lib- 
eral terms in loans from the Shipping Board’s construction loan 
fund, including the lending of up to three-fourths of the cost of 
a vessel at interest as low as 2% per cent; financial aid to own 
ers of cargo services under contracts to be entered into the Ship- 
ping Board with those who own, or give assurance to the board 
that they will own when the aid contract becomes effective, 
vessels under the American flag to operate in services specified 
by the board as essential to American commerce; contracts for 
carriage of ocean mails on American vessels at liberal rates of 
pay; establishment of a merchant marine naval reserve; provi 
sion for reinsurance in a fund to be set up by the Shipping Board 
of insurance on any vessel owned and operater by a citizen of 
the United States; and provision that the board, in the event it 
fails to establish the essential routes under private ownership by 
means of the aid contracts, shall continue operations with its 
own vessels on such routes. ° 

The aid contract provisions of the bill authorize the Ship- 
ping Board to designate the essential services—that is, probably, 
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NGELE 
LIMITED 


You may not be a 


Democrat—but.... 
* 
NOTHING FINER EVER-THE-LESS, the fact that Houston 


NOTHING FASTER N got the Democratic National Conven- 


: tion proved of interest to you. 
Ly. Chicago 8:10 p. m. 
(C. & N. W. Terminal) 


Like a sojourn in a fine hotel— 
appointments and cuisine link 
luxury and scenic grandeur to , 
make a delightful 63-hour jour- Of course, there is a reason 
ney to California. Barber, bath, 
valet, maid, manicure. Extra Fare. 


Ghe 
TWO OTHER GOOD TRAINS Port of Houston 


Gold Coast Limited is the logical gateway to the 


All-Pullman—68 hours—no extra fare. Great Southwest. Its facilities 
Ly. Chicago (C. & N. W.) 8:30 p. m. for handling any kind of cargo 


Houston is rapidly forging to the front 
as a major city and its port is today 
handling more tonnage than ever before. 


- ee are unsurpassed .. . its rail 

, Continental Ehnitod transportation is such as to as- 
tandard an tourist sleeping cars — sure prompt handling and low 

230, is — ee ee ee ew rates . . . its storage and dock 


facilities are second to none. 


Frequent sailings from California 
ports to Hawaii, the South Seas, 
Australia and the Orient. 


C  ——____.] 


See Death Valley 


Cali ia. This land 
en route to California. This land of mystery Send for Your Copy of the 


day all-expense side trips. Only $40 additional. 


For complete information and booklets P ORT BOOK 


on California and Death Valley, ask . . 
| It’s interesting — It’s FREE 





Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebr. neat 
Address 


UNION 
PACIFIC 


THE OVERLAND ROUTE 





DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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the service it now maintains—and then invite bids for the 
operation of such services, by Americans who own or will own 
boats when the contracts become effective. The government, 
through the board, is to make up to the operators the losses they 
sustain. The base upon which such losses are to be calculated 
are the losses the board sustained in a three year period. The 
bidder is to calculate and stipulate the figure at which he thinks 
he can peg the losses. In no instance, however, is the board to 
pay an operator for losses sustained greater than the average 
loss of the board. The competition Mr. White expects to set up 
among bidders he believes will result in bids for furnishing the 
services at considerable less than the board has been able to 
render them. 

Provision is made in the bill for mail service of four classes. 
In the first class payment of $12 per nautical mile is to be made 
to 24 knot boats of 20,000 registered gross tonnage or more; the 
second class is to receive $8 per mile for 20 knot boats of 10,000 
tons; the third class is to be composed of 16 knot boats of 8,000 
tons, receiving $4 per mile and the fourth of 13 knot boats re- 
ceiving $2.50 per mile for 4,000 ton boats. 


SALE OF PACIFIC COAST LINES 


The Trafic World Washington Bureau 


Bids for the three cargo lines on the Pacific coast which 
the Shipping Board offered for sale were received, the prices 
offered aggregating, taking the highest for each line, 
$3,743,661.50. Chairman O’Connor in announcing the bids said 
he was much gratified over the result of the advertisement. The 
lines offered for sale were: 

The American Australia Orient Line, which operates from 
San Francisco and Los Angelés to ports in Australia, New Zea- 
land, Philippine Islands, ‘China and Japan, having 21 ships of 
an aggregate 193,342 deadweight tons; the Oregon Oriental 
Line, which operates out of Portland, Oregon, to Japan and 
China, having 11 ships, aggregating 95,117 deadweight tons; 
the American Oriental Mail Line, which operates from Puget 
Sound ports to China and Japan, having seven vessels aggregat- 
ing 66,370 deadweight tons. 

The bids received on the several lines were: 

For the American Australia Orient Line a joint bid from 
the Matson Navigation Company and the American Hawaiian 
Steamship Company for 21 vessels, $1,981,755.50 was received. 
The bidder accompanied his offer with a certified check for 
$58,834.85 or 2% per cent of the amount offered. The bidder 
guarantees to maintain service for five years, as follows: 


Monthly sailings from Los Angeles and San Francisco to Japan 
and North China ports, monthly sailings from these American ports 
to South China, monthly sailings from Seattle, Tacoma, San Francisco 
and Los Angeles to New Zealand ports and monthly sailings from 
the four American ports to Australian ports. 


Agreeing to the specifications of the Shipping Board the 
bidder proposes to carry cargo to and from other ports not 
mentioned in the guaranteed schedule when such operation will 
not interfere with the maintenance of the prescribed schedule. 

For the Oregon Oriental Line. A bid from K. D. Dawson 
on behalf of a new corporation to be formed, for 11 vessels 
$1,065,000 was received. The bidder accompanied his offer with 
a certified check for $26,625, and guaranteed to maintain service 
for five years as follows: 


Monthly sailings from Portland to ports in Japan and North 
China, and semi-monthly sailings from Portland to South China and 
the Philippine Islands. The privilege of interchange of ports, as de- 


— in the Shipping Board’s specifications is contemplated in this 
offer. 


For the American Oriental Mail Line. A bid from Puget 
Sound interests on behalf of a new corporation to be known as 
Tacoma Oriental Steamship Company for the seven ships 
$696,906 was received. The bidder accompanied his offer with 
certified checks aggregating $17,422.65, and guaranteed to main- 

tain service for five years as follows: 


Monthly sailings from Seattle and Tacoma to Japan and North 
China and monthly sailings from these ports to South China and 
Philippine Islands. 


A bid was received from the Admiral Oriental Line for the 
seven ships, $670,357.20. The bidder accompanied his offer with 
a certified check for 2% per cent of the amount of the offer 
and guaranteed to maintain service for five years over the same 
schedules contemplated in the bid of the Tacoma Oriental Com- 
pany. In both of these bids the privilege of inter-change of 
ports is contemplated. 

The bids were referred to the Merchant Fleet Corporation 
for analysis and report. 

After the Senate commerce committee had adopted a motion 
that it would not make any recommendation to the Shipping 
Board with reference to sale of the Board’s three Pacific coast 
lines, the Board Feb. 16, approved the sale of the lines to three 
different business orginzations. Senator Fletcher opposed the 
sale of the ships. 

“By today’s action the government becomes entirely out of 
the shipping business on the Pacific coast and that portion of 
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the American merchant marine which operates from that coast 
becomes under the ownership of private interests who guarantee 
to maintain regular services over prescribed routes for a periog 
of five years,” said the Board. 

The Board accepted the offer of the Matson Navigation Com. 
pany and the American-Hawaiian Steamship Company for the 
American-Australia-Orient Line, 

The offer of K. D. Dawson on behalf of a corporation to be 
formed for the Oregon-Oriental Line was accepted. Mr. Dawson 
is president of the Columbia Pacific Shipping Company, present 
operators of the line. 

The bid of Puget Sound interests on behalf of a new gor. 
poration to be known as the Tacoma-Oriental Steamship Com. 
pany for the American-Oriental Mail Line was accepted. 

It was understood that the vote on the sales was 5 to 2 
with Commissioners Benson and Smith voting against the sales. 


OVERSEAS FREIGHT RATES 
The Trafic World New York Bureay 


Following a brief spurt in chartering for the sugar trade, 
the full cargo markets have again subsided into dullness, with 
nothing in sight at the moment to bring about any decided 
change. The number of fixtures in sugar traffic for the last 
wee khas been about half the total for the previous week, with 
the result that rates have declined to a level of 16s 3d to 16s 94 
for medium size vessels from Cuba to the United Kingdom and 
Continent for February-March loading. Several smaller vessels 
have been closed at 18s per ton from Santo Domingo to the United 
Kingdom or Continent. While these figures represent a reces- 
sion in rates, the volume of business already closed has re. 
moved from the market a substantial number of ships and to 
that extent has helped the general tone. Shipowners are refus- 
ing to follow the downward trend, with further rate concessions. 

The grain trade remains in an unbroken calm, with only 
occasional fixtures. Activity in the Argentine has completely 
overshadowed the local markets, and a little revival is expected 
until export prices approach an equality. The coal situation 
is also unchanged, Shippers are quoting $3.10 a ton on inquiries 
from Hampton Roads to the River Plate, but these have not 
resulted in fixtures. 

Some business is reported in the Gulf lumber trades, with a 
fixture from Pensacola to Buenos Aires, March loading, at $14.50 
a thousand feet. This figure represents the average of ship- 
pers’ inquiries on future business. 

Of interest to the shippers by regular lines is the announce- 
ment that the rate agreement between the Java Pacific Line 
and the Kerr Steamship Company, which terminated January 31, 
has been extended to March 31. This is a rate armistice be- 
tween the two lines applying to ports of call in the Dutch East 
Indies. 

The Transatlantic Conference has made the following 
changes in rates to United Kingdom ports: 


Ammonia, anhydrous, 80c—100; car couplers, springs, yokes, car 
frames, castings or forgings rough, iron or steel 10 w/m; curtain pole 
trimmings, wood (ends, brackets and rings) in boxes, 40c cu. ft.; 
feathers in bags or cases w/m, in bales 100 to 150 cu. ft. meas. to 
2,240 Ibs., 1.10; 151 to 175—1.30; 176 to 200—1.40; 201 to 250—1.65; 261 
to 300—2.00; 301 to 350—2.25; 351 to 400—2.75; 401 to 450—3.30; 451 to 
500—4.50; green salted hides trimmings (fertilizer) in bales—apply 
green salted hide rate, 1.00; honey in the comb, in cartons, in cases, 
double strapped or wired, .90; single strapped .95; not strapped 1.00; 
rugs, hemp fibre, 35c cu. ft.; soap, dry cleaning in drums (seml- 
hazardous), 75c. 


The trading period was extended through June 30, 1928, 
with the exception that the period on flour ends on April 30, 
1928. 

The United States and Gulf-West Coast of Mexico, Central 
and South American Conference announce the following rate 
changes, effective February 13: 


To West Coast South America, oil, cod, third class; bellows, foot, 
second class; potash, nitrate of, see saltpetre; wax, vegetable, second 
class; holders, toilet paper, third class; holders, paper towels, third 
class; cream in cans, third class; jelly, petroleum, see vaseline. 

To West Coast Central America and Mexico, effective February 
13, 1928, holders, toilet paper; holders, paper towel; oil, cod; sanitary 
pads; skeders, butchers’, fourth class; wrappers, printed paper, oe 
ond class; galleys, printers’ steel, fourth class; polish, auto, secon 
class; cattle under one year old, $90 per head all ports; cattle over 
one year old, $127.50 per head all ports (customary additional charges, 
attendance, etc., extra.); powder, sporting, $1.50 per cu. ft. or $3 per 
100 lbs. (steamer’s option), all ports. 


The following rate changes have been adopted by the At 
lantic Far East Conference: Rate of $10.20 net ton on am- 
monio, sulfate fertilizer, N. O. S., to Mangarin, P. I., extended 
to June 30; present rate on tin plate extended to June 30; base 
rate of $14 per ton, w. m., established on oakum; base rate 
of $12 per ton established on slate slabs, w. m.; base rate of 
$8 per ton, w. m., established on sodium sulfate, with the usual 
differential to group ports in all three cases. 


SHIP LINES ORGANIZE 
The American Water Lines’ Passenger Conference was OF 
ganized this week in Washington at a meeting of representatives 
of river and lake steamship line officials. The purpose of the 
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New Electric Traveling Crane, Picr “L,”’ Jersey City 


New CRANE Facilities at Jersey City 


O supplement its facilities at Claremont, National Docks 

and Jersey City for the handling of export and other lighter- 

age business, additional facilities have been provided fat 
Pier ‘“L’”’, Jersey City on the Tidewater Basin opening into the 
— River and directly opposite lower New York. . They 
include: 


An electric revolving traveling crane with a capacity of 20 tons 
at 75 feet per minute and 10 tons at 150 feet per minute. The 
crane travels the entire length of the bulkhead at the rate of 300 
feet per minute and freight can be handled direct from car to 
lighter or to storage space. Along the entire length of the bulk- 
head, within the radius of the boom of the crane, an area has been 
reserved for storage and unloading purposes. This area will 
accommodate over 500 crated automobiles or about 100 carloads, 
or may be used for any freight necessitating handling by crane. 
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New Crane Unloading Automobiles for Export, 
Pier “L,” Jersey City 


For complete information regarding Lehigh 
Valley freight facilities communicate 
with nearest representative, or 


M. J. ORMOND, Gen. Eastern Freight Agt. 
143 Liberty Street, New York 


Lehigh Valley Railroad 


CTheRoute of The Black Diamond 











416 


conference will be to co-ordinate methods and practices with a 
view to stimulating travel by water. It is planned to hold two 
meetings each year. 

H. J. Curtis, passenger traffic manager of the Hudson River 
Navigation Corporation was elected president; W. H,. Callahan, 
traffic manager of the Norfolk & Washington Steamboat Co., 
first vice-president; Park Robbins, passenger traffic manager of 
the Goodrich Transit Co., second vice-president, and E. H. Mc- 
Cracken, general passenger agent of the Detroit & Cleveland 
Navigation Co., secretary. 

Ways and means of increasing the business of the water 
lines were discussed at the meeting at which the permanent 
organization was effected. Discussion was had with reference 
to attracting business from automobile tourists by getting them 
to break their highway trips by use of the water lines between 
certain points, the boat lines to transport the automobiles on the 
water parts of such trips. Advertising problems of the water 
lines were also considered. 


PANAMA CANAL TRAFFIC 


In January 540 commercial vessels and 12 small launches 
transited the Panama Canal, according to the Panama Canal 
Record. Tolls on the commercial transits aggregated $2,212,- 
752.50, and on the launches, $103.31, or a total of $2,212,855.81. 
The average amount of tolls paid by each of the commercial 
transits was $4,097.69, as compared with $4,072.09 for December, 
1927. January fell short of the December figures by 49 transits 
and over $185,000 in tolls. December was the largest month 
in the history of the canal and a slight decrease in traffic 
was anticipated, according to the Record, In the seven months 
ended with January, toll collections amounted to $16,144,585.09. 

Record wheat shipments passed through the canal in De- 
cember and in 1927, according to the Record, which says: 


Wheat was one of the most important commodities shipped in 
bulk through the Panama Canal during the calendar year 1927. Dur- 
ing the month of December 393,426 tons of this grain were shipped 
through the canal, or almost 21 per cent of the total Atlantic-bound 
cargo passing through the Canal —— the month. Pacific ports 
of Canada shipped 235,874 tons, and the balance of 157,552 tons (with 
the exception of 7 tons from South America) came from ports on the 
west coast of the United States. October, November, and December 
of last year set a succession of new records for wheat—October, with 
poe ght fang November, with 351,224 tons, and December, with 
393, ons. 


During the calendar year 1927, a_ total of 2,034,523 long tons of 
wheat was shipped through the canal, or almost 10 per cent of the 
total cargo from the Pacific for the year. One million one hundred 
and twenty-nine thousand one hundred and thirty-seven tons came 
from the United States, 891,820 tons from Canada, and the balance 
came from ports in South America, Australia, and from ports in 
North America, so routed as not to permit segregation between 
countries. Over 93 per cent of this product was destined to Europe. 


STATUS OF MERCHANT MARINE 


A summary of the employment of American steam and 
motor merchant vessels of 1,000 gross tons and over, exclusive 
of lake or river tonnage, as of January 1, 1928, prepared by 
bureau of research of the Shipping Board, shows that the total 
American fleet was composed of 2,028 vessels with an aggregate 
gross tonnage of 10,414,603. 

Privately owned passenger and combination vessels totaled 
184, with a gross tonnage of 1,076,143. Government owned ves- 
een the same type totaled 15, with a gross tonnage of 

Privately owned general cargo ships totaled 698, with a 
gross tonnage of 2,773,048. Government owned cargo ships 
totaled 769, with a gross tonnage of 4,022,557. 

Privately owned tankers totaled 351, with a gross tonnage 
of 2,228,699. Government owned tankers totaled 11, with a 
gross tonnage of 69,493. 


Of the privately owned general cargo ships, 58 were en- 
gaged in the West Indies and Caribbean trade; 106 in overseas 
foreign trade; 412 in the coastwise trade, and 122 were laid up. 

Of the government owned general cargo ships, 292 were 
in overseas foreign service, 1 was in government service, and 
476 — laid up. The 292 vessels include 2 Panama Railroad 
vessels. 


Of the privately owned passenger and combination ships, 
34 were engaged in the West Indies and Caribbean trade; 29 in 
pene foreign trade; 91 in the coastwise trade, and 30 were 
aid up. 

Of the government owned passenger and combination ships, 
2 Panama Railroad vessels were engaged in the West Indies 
and Caribbean trade; 10 other ships in overseas foreign trade, 
and 3 were laid up. 

Of the privately owned tankers, 68 were engaged in the 
West Indies and Caribbean trade; 51 in overseas foreign trade; 
221 in the coastwise trade, and 11 were laid up. 

O the government owned tankers, 1 was engaged in the 
West Indies and Caribbean trade; 1 in overseas foreign trade; 
2 in the coastwise trade, and 7 were laid up. The following 
table gives the total figures for privately owned and govern- 
ment owned vessels of all classes: 
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PRIVATELY OWNED 

Total 
Services No. Gross Tons 
West Indies and Caribbean............ce.eeeeeeeees 160 723,009 
COVOEMORD TOKGIGT Sivciccccccdecccocdesccescveeeceecess 186 1,244 399 
Coastwise ......ccrcccccscccsceccccccccsvccscsescees 724 3,566,704 
Pe EE I Gre tras cctccoimeckeaew ale euwnbaekesineeesee 163 543,795 
peri ed Reon 
Total PLIvately OWNS. 6. .cc cc ccesciavcecscssvess 1,233 6,077,899 


GOVERNMENT OWNED 


West Indies and Caribbean 


26,555 
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1,856,853 
13,589 
4'963 

2, 434.753 
4,336,713 


10,414,603 





Coastwise ...... cc ceee 
Government service .. isa 
NN OMEN III 6 ors o aie ciarine- ainic era ediagindasbeeendebmeiron 


Total GOVETHIMECHE GWE « .0.600cccccvsecssccocces 795 


Total American merchant fleet................ 2,028 


STUDY OF FREE PORTS 


Chairman O’Connor, of the Shipping Board, has announced 
that, at the instance of the board, the joint program of activities 
in progress with the War Department has been extended to 
include a study of the probable effect on shipping and termina] 
development of the establishment of free ports or foreign trade 
zones in the United States. The board said: 


ft is generally recognized that while the immediate convenience 
of the free port is brought about through the elimination of customs 
restrictions, the main purposes are particularly related to the de- 
velopment of transhipment and _ reconsignment trade and the 
strengthening of the merchant marine; that the economic cornerstone 
of the free port is the load factor, and that improvement in the load 
factor of vessels has been accomplished at certain foreign ports by 
the encouragement of transhipment trade in the free zone. Previous 
studies of the desirability of establishing free ports in the United 
States have not made fully apparent their probable effect in reducing 
the turn-around and lessening the expenses of the ship in port, and 
in developing better cargo opportunities for ships. 

Closely related to problems of the merchant marine is the ques- 
tion of adequate port development in the United States, and the pro- 
vision of channels, properly located and of sufficient depth and width 
to meet the needs of the classes of vessels which the port is likely 
to attract. Under the terms of section 8 of the merchant marine act 
of 1920, the Shipping Board was authorized by Congress to investi- 
gate, in cooperation with the war department, matters affecting the 
location and design of terminals and the utilization of our ports, and 
the advantages of harbor, river, and port improvements in connection 
with foreign and coastwise trade. Mr. O’Connor feels that the ques- 
tion of establishing free ports in the United States, which falls under 
the purview of section 8 of the merchant marine act, should be fully 
investigated as a possible means of advancing the interests of Ameri- 
can ports and shipping. 

Assistance in the study is being rendered by the state department, 
whick has directed consular officers to submit needed information re- 
garding free ports abroad. 


NEW SHIPPING BOARD SERVICE 


Establishment of a line of cargo ships for operation from 
New York, Philadelphia, and probably one other Atlantic port 
to ports on the northern coast of Brazil has been voted by the 
Shipping Board. The Colombian Steamship Company has been 
selected as the managing operator. The service is to be started 
in the near future. The new line will have four ships of ap- 
proximately 5,000 deadweight tons each—the Eastern Pilot, 
Eastern King, Eastern Belle and Eastern Maid. In a statement 
the board said: 


The proposed loading ports on south bound voyages are Phila- 
delphia, New York and either Jacksonville, Savannah or Brunswick. 
On north bound voyages they are Ilheos, Victoria, Bahia and northern 
Brazil ports. The proposed discharging ports on south bound voyages 
are Para and/or Up River, Amazonas, Maranhao, Ceara, Cabedello, 
Pernambuco, Maceio, Bahia and Victoria (three or four ports total 
per voyage). Discharging ports on north bound voyages will be Bos- 
ton, New York and Philadelphia (two ports total per voyage). 

The principal cargo moving outbound in this trade is case oll 
and general cargo from the north Atlantic and rosin from the south 
Atlantic. The principal commodity homeward is cocoa from Ilhe0s, 
coffee from the more southern ports and nuts and rubber from the 
more northern ports. The port of Ilheos is about fifty miles south of 
Bahia and practically all of the Brazilian cocoa crop moves throug 
that port. 


PORT AUTHORITY ON N. Y. RAIL PROBLEMS 
Cooperation with the railroads as a policy to be followed 
in obtaining improved terminal facilities in the port district 
was the keynote sounded by the Port of New York Authority i 
presenting its annual report to Governors Smith and Moore and 


to the legislatures of New York and New Jersey this week. 


At the same time, warning was given that a revival of compe 
tition between ports for foreign trade had made it necessary 
to take stock of the position of the Port of New York. J 
“Probably the most important achievement of the year, 
the Port Authority declared, “has been the establishment of 4 
sound credit rating which makes possible the sale of Port 
Authority securities to the public on favorable terms.” 
Consolidation of marine operations was seen as now in the 
first stage of actual accomplishment through voluntary action 
by the railroads since they have received the benefit of the 
Port Authority’s studies. A statement was made in some de 
tail on the universal inland freight station project, setting forth 
the pushing of plans to the point where the Port Authority was 
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"A Good Story 
about the ERIE” 





The Sterling Motor Company is among the 
many shippers who know the individual atten- 
tion for which Erie Service is noted. 


When, recently, the Sterling Company 
loaded a large export order, Erie men found one 
of the cars missing as the initial line turned the 
business over at Chicago. 


A ship at New York was waiting for those 
trucks; at a far off corner of the world, a con- 
signee was depending on their arrival. 


An Erie man left his dinner to start the 
search which located the missing car in bad 
order many miles away. The initial line co- 
operated promptly and efficiently; and the whole 
consignment went forward on time. 





SHIP and TRAVEL 
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seeking an opportunity to confer with the railroads upon criti- 
cized features. 

Establishment of a poultry terminal was declared imminent 
following a survey made for the trade. An agreement was 
reached with the City of New York on essential features for a 
fruit and vegetable terminal with unionization of waterfront 
facilities viewed as the only antidote to controversies and 
competition between individual carriers. 

No request was made for legislation, although it was re- 
marked that a passenger transit survey act patterned after the 
Chandless law in New Jersey would help on the New York 
side. In discussing belt lines for facilitating freight movements 
the Port Authority commented: 

The establishment of Belt Line No. 1 would be expedited by the 
enactment of a law in New Jersey similar to the New York statute, 
whereby the Port Authority could summon witnesses and subpoena 


records, and thereby more quickly demonstrate the economic prac- 
ticability of the facility. 


CUBAN PARCEL POST BILL 


Chairman Green, of the House committee on ways and 
means, has favorably reported to the House H. R. 9195, a Dill 
to amend sections 2804 and 3402 of the revised statutes, to per- 
mit the importation of cigars, cheroots, and cigarettes in quan- 
tities of less than 3,000 in a single shipping package or con- 
signment. In the report of the committee it is pointed out that 
President Coolidge, in his annual message to Congress, De- 
cember 6, 1927, recommended enactment of such legislation for 
the purpose of concluding a permanent parcel post convention 
between the United States and Cuba. 

“The present limitation on the importation of cigars, in force 
since 1866, makes an exception which is advantageous to only 
one class of imported commodities, and, because of the peculiar 
economic conditions, discriminates almost entirely against the 
Republic of Cuba,” said the committee report. “Your committee 
is advised that this restriction has for years been the obstacle 
to the conclusion of a permanent parcel post convention with 
Cuba, and, unless the law is modified in the manner herein 
proposed, the Cuban government has given notice that it will 
be compelled to abrogate the present temporary parcel post 
agreement (negotiated November 2, 1925), pursuant to the 
option contained therein.” 

The committee said the Cuban government proposed to 
abrogate the temporary agreement unless the proposed amend- 
ment to the law were enacted on or before March 1, 1928. It 
dealt with the total volume of parcel post business between the 
United States and Cuba and the importance of maintaining 
provisions for the transaction of such business, 


NEW YORK WARNED OF PORT PLANS 


Diversion of traffic from the Port of New York is sought 
by rival ports through railway freight differentials and through 
the operation of steamship lines on a subsidy basis, according 
to the charge made by the Port of New York Authority in 
warning port interests of attacks pending on the Port of New 
York’s supremacy. 

“Attacks of rival ports,” said the Port Authority, “have, as 
their purpose, the obtaining of artificial advantages which would 
injure the continued leadership of the Port of New York,” 

Illustrative of proceedings that the Port Authority felt 
should be watched, is the attempt of Gulf and south Atlantic 
ports to cut their rail rates. Another case is the port charges 
investigation in which it was charged that an increase in the 
aggregate transportation rates through the Port of New York 
was the aim. The attitude taken by counsel for the United 
States Shipping Board and by others was cited in support of 
this point. 


BALTIMORE INTERCOASTAL CASE 


The Commission has denied the motion of the Port of New 
York Authority for dismissal of the complaint in No. 20306, 
Baltimore Association of Commerce et al. vs. American-Hawaiian 
Steamship Co. et al., for lack of jurisdiction. (See Traffic 
World, Dec. 31, p. 1556.) 


DETROIT DEMURRAGE AGREEMENT 


Detroit railroads and shippers at a meeting February 16 
agreed to iron out demurrage disputes in joint conference, ar- 
ranged through the car demurrage committee of the Detroit 
District Shippers’ Conference, a subsidiary of the Detroit Board 
of Commerce. L. G. Macomber, director of traffic-transportation 
of the Board of Commerce, called attention to the success that 
has attended the cooperative procedure between the shippers 
and carriers in dealing with other transportation problems such 
as merchandise service, switching, loss and damage claims and 
car supply, and it was the unanimous expression of those par- 
ticipating that demurrage matters were susceptible to adjust- 
ment in like manner. : 

There was also brought out the fact that lack of uniformity 
exists in the application of some of the demurrage rules by 
the Detroit lines, which results in disputes between shippers 
and carriers, particularly with industries served by more than 
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one line or having plants in different sections of the city. } 
was decided to hold meetings about every 60 days at which 
the carriers will confer with the car demurrage committee of 
the conference to arrive at uniformity of procedure and agree. 
ments on the controversial rules governing the application of 
demurrage. 

Those participating in the meeting representing the carriers 
were: J. H. Faulkner and E. G. Owen, Union Belt Railroag- 
E. L. Mitten, Pere Marquette; W. P. Wiese, Wabash; A. p 
McCarthy and J. A. Clancey, Grand Trunk; D. G. Cohan and 
Himmelheber, Detroit Terminal; C. H. Bieber and R. E. Ran. 
derson, Michigan Central; N. Rumney and R. B. McEachman 
Detroit United Lines; J. R. Mann and H. C. Springer, Detroit 
& Toledo Shore Line; Joseph Reinlein, New York Central: 
S. T. Stackpole and G. E. Couse, Pennsylvania. Members of the 
Shippers’ Conference attending were: A. J. O’Connor, chairman 
of the committee, P. Koenig Coal Company, who presided: F 
E. Reeves, Detroit Coal Exchange; W. C. LeFebvre, General 
Motors Corp.; J. C. Dunn, Peerless Egyptian Cement Co.; W. E 
Wisely, Detroit City Gas Company; C. E, Munck, city of Detroit: 
L. G. Macomber and H. D. Fenske, Detroit Board of Commerce. 


DETROIT COMMERCE BOARD ACTS 


Acting on the recommendation of the traffic-transportation 
committee, the directors of the Detroit Board of Commerce have 
adopted resolutions with respect to the maintenance of an 
American merchant marine, railroad consolidation, Cuban parce] 
post, long and short haul provisions of the interstate commerce 
act, regional appointments to the Commission, establishment of 
regional branches of the Commission, abolition of the Pullman 
surcharge, control by the Commission over intra-state rates and 
construction and abandonment of intra-state railways and other 
matters involved in legislation pending in the present Congress, 

The substance of the action taken on the various matters 
is as follows: 


Railroad Consolidtion—Railroads should be permitted to effect 
voluntary consolidations subject to the approval of the Commission 
without limitation as to when consolidations should be completed. 
Further, it is believed that consolidations should not be required of 
all the transportation systems, there being many carriers in the 
United States that were built for purposes which no longer exist. 
It is felt that it would be decidedly against the public interest to 
attach some of these lines to other carriers. . . . Approval of legis- 
lation providing for permissive, voluntary consolidation, with pro- 
visions that existing routes and channels of trade shall be maintained 
as far as practicable, and that carrier competition shall as far as 
possible be preserved. 

United States Merchant Marine—Reaffirmation of action taken 
April, 1926, when the board voted favorably on referendum 48 of the 
United States Chamber of Commerce. This action established the 
position of the board as favoring aid to shipping so applied as to 
develop all the essential trade routes through (a) Contracts for the 
maintenance of services to particular trade regions of the world espe- 
cially important to our foreign trade and the expansion of markets 
for our agricultural and industrial products, and (b) Mail contracts 
to provide for maintaining the higher types of service needed both in 
the interests of our export and import trade and for the transportation 
of mails. The further statement that in the continuance of the 
maintenance of the merchant marine, we are in favor of ownership 
and operation by private capital of American citizens, realizing that 
to do so will require some effective form of government aid to enable 
the American merchant marine to compete with that of foreign coun- 
tries. As to the form of such aid, the regulation and operation of the 
merchant marine both as to that owned by the government and that 
owned by private capital, we concur in the principles named in the 
United States Chamber of Commerce referendum No. 48. Although 
our position as defined above is in favor of an American merchant 
marine under private ownership and operation, we are of the opinion 
that the paramount question today is the development and mainte- 
nance of an adequate merchant marine. 

Long and Short Haul Bills—Gooding Bill S. 1263, Brookhart Bill 
S. 2489, Taylor Bill H. R. 7022, Shallenberger Bill H. R. 9191—The 
committee recommends opposition on the grounds that the Commission 
has broad discretionary power under the interstate commerce act, 
particularly sections 1, 2 and 3. If it is right and proper for the 
Commission to judge the reasonableness and discriminatory features 
of freight rates under the law, then it should not be limited to certain 
rates as proposed by this legislation, but have the authority to review 
and pass on all rates. , 

Power of State to Regulate Intra-State Commerce—Senate Joint 
Resolution 26, introduced by Senator Mayfield, Pittman bill S. 697, 
Mayfield bill S 1416, and Sanders bill H. R. 6680, are all directed to 
taking away from the Commission the power now given under section 
13 of the act to review intra-state rates for the purpose of determining 
whether they interfere with interstate commerce. This committee 
recommends opposition to such legislation, re-affirming the position 
taken with reference to similar legislation introduced at the last ses- 
sion of Congress, particularly House bill 6360, assuming the position 
that it would be a step backward were the power of appeal to the 
federal body from the decision of a state commission repealed. 

Regional Appointments to Interstate Commerce Commission—Po- 
litical influences should not be injected into appointments to the 
largest regulatory and administrative body in the world. Appoint- 
ments should be made of men who have the ability to serve without 
any restriction confining them to regional consideration. 

Creation of Regional Interstate Commerce Commissions—This sub- 
ject has received the consideration of the legislative committee of the 
National Industrial Traffic League and this committee recommends 
concurrence in its recommendations. This is to the effect that it 1s 
the opinion that no substantial benefits can be derived from the estab- 
lishment of regional commissions, as it is deemed impossible to work 
out anything which would embrace a sufficiently large class of cases 
to bring substantial relief to the Commission at Washington that 
would not be appealed to the central commission. 

Pullman Surcharge—Opposed to any legislation tending to direct 
the making of freight or passenger rates, and the view that this 
should be left to the sole determination of the Commission through 
proceedings instituted in the usual manner. 

Parcel Post With Cuba—Recommends support of Watson bill, 
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THE TRAFFIC WORLD 


N the route of the Kansas City Southern Railway, Showing 
the Value of Five Most Important Natural Resources and 
Related Industries in their Trade Territory ....Oil.... Milling 
.... Stock Raising .... Agriculture ....Shipping.... 
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AGRICULTURE— 
87,013 carloads 


STOCK— 
10,465 carloads 


of track, serves one of the wealthiest agricultural, mineral and shipping 


Tort KANSAS CITY SOUTHERN RAILWAY, with its 865 miles 


districts in the world. 


From Kansas City, its northern terminus, 
sweeping down through a vast agricultural 
and manufacturing area, the K. C. S. offers 
a complete outlet and perfect transportation 
to the sea. 


Kansas City, known as one of the principal 
markets for the central west, has as its 
most important products the following: 
live stock, flour milling, packing, grain, 
iron and steel manufactures and all types 
of food products. 


Touching Pittsburg and Joplin, two impor- 
tant mining and industrial cities, the K. C. 
S. passes through an area laden with riches 
of all kinds. Agricultural products, oil, 
gas, coal, lead and zinc and other mineral 
products. 


Next comes a coal and marble district, sur- 
rounded by wonderful grazing and agricul- 
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tural lands, of which Fort Smith is the 
center, 


Through lands abounding with more min- 
erals, oil and gas, the K. C. S. sweeps sea- 
ward through Texarkana and Shreveport, 
the distributing points of iron, lignite, brick 
clay, oil and gas. 


And at its southern terminus, on the gulf, 
the Sabine Cities, comprising Beaumont, 
Port Arthur and Lake Charles, represent 
three of the most important shipping points 
of the United States, besides ranking high 
as manufacturers and as centers of great 
rice and agricultural areas and oil fields. 


Here indeed, in this great valley of won- 
ders, is the wealth of the nation—here the 
most beautiful part—the very heart and life 
of America. And it is with the progress 
of this great inland empire that the work 
of the Kansas City Southern Railway has 
been closely woven. 


The KANSAS CITY SOUTHERN RAILWAY COMPANY # 
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H. R. 9195, to eliminate the present statute restriction against small 
shipments of cigars, cheroots, or cigarettes when imported by parcel 
post; to remove an unfair trade barrier and the elimination of a 
restriction against the parcel post from Cuba to the United States, 
on which is dependent a renewal of the convention with Cuba that 
will expire March 1, 1928, providing from parcel post packages from 
the United States to Cuba 


— Regulation—Unalterably opposed to any legislative rate 
making. 

Railroad Construction and Abandonment—As to technical changes 
relating to the obtaining of certificates of public convenience and 
necessity, this committee makes no recommendation, but recommends 
opposition to those bills proposing to vest in the state commissions 
the sole power of passing on certificates of public convenience and 
necessity of intra-state lines, believing that control should be vested 
in the Commission as at present. ‘ 

United States Public Works—Recommends opposition to Wyant 
bill H. R. 8127, proposing to provide for the transfer to the Department 
of Interior all of the public works functions of the federal government 
such as that relating to river and harbor improvements, and all other 
jurisdiction with respect to navigable waters which is now under the 
supervision of the ar Department and some of the other govern- 
mental agencies. 

Pan American Highway—With reference to H. R. 447, introduced 
by Congressman McLeod, to provide a commission to further the 
establishment of a Pan American highway from the United States 
through Mexico and Central America into South America, it was con- 
cluded that this is a proposal worthy of full support as an assistance 
to the development of motor vehicle transportation. 


Prior to consideration by the directors, the subjects were 
considered by the legislative committee of the Detroit District 
Shippers’ Conference, the latter a subsidiary organization of the 
board of Commerce, of which W. I. Nokely, traffic manager of 
the Michigan Alkali Company, is chairman. The traffic-trans- 
portation committee of the Board of Commerce is composed of 
28 traffic men connected with Detroit’s industries, headed by 
W. C. Cowling, traffic dirctor of the Ford Motor Company. 

The committee has under consideration bills proposing re- 
peal of Section 15A of the interstate commerce act, a bill relating 
to the metric system of weights and measures, and others of 
a minor nature. 


Personal Notes | 


H. E. Pierpont has been elected vice-president in charge of 
passenger and freight traffic, C. M. St. P. & P. The following 
officials, who have been in office for some time, were formally 
elected at a meeting of the board of directors this week: H. A. 
Scandrett, president; W. W. K. Sparrow, J. T. Gillick, H. B. 
Earling and R. J. Marony, vice-presidents; W. K. Wilson, comp- 
troller, and John Dickie, treasurer. H. E. Byram was formally 
elected chairman of the board. 

Paul S. Phenix has been appointed general New England 
agent, B. & O., at Boston. 

The following appointments have been made by the Ocean 
Steamship Company of Savannah at New York: T. N, Cook, 
freight traffic manager; W. H. Hickman, assistant to freight 
traffic manager; C. E. Seaman, special agent, reporting to vice- 
president and general manager; J. W. Reilly, general freight 
agent and H. T. Gill, assistant to vice-president and general 
manager. R. W. Riser has been appointed general southern 
traffic agent at Atlanta. 

Edward Campbell, formerly assistant general freight agent, 
Bessemer & Lake Erie Railroad, has been appointed general 
freight agent. 

The headquarters of J. A. Beahan, assistant general freight 
agent, N. Y. N. H. & H., have been transferred from New Haven 
to Boston. 

The traffic department of Grand Forks, N. D., has separated 
from the Commercial Club and is now operating a separate 
organization under the name of the Grand Forks Traffic Asso- 
ciation. 

H. R. Streinfeld has been appointed commercial agent, Lou- 
isiana & Arkansas and Mississippi Central, at Chicago, suc- 
ceeding J. C. O’Neill, resigned. 

The title of C. H. Morehouse, general agent, A. T. & S. F., 
at New York, has been changed to general agent freight depart: 
ment. 

William Mead Fletcher, attorney, of Sperryville, Va., has 
been appointed a member of the Corporation Commission of 
Virginia, succeeding Commissioner Adams, whose term expired 
February 1. 


DOINGS OF THE TRAFFIC CLUBS 


The Little Rock Traffic Club held a meeting at the Hotel 
LaFayette February 13. E. J. Bray, European traffic manager 
of the Missouri Pacific, who is touring the United States, was 
the principal speaker. His subject was “Transportation as 


It Pertains to Foreign Representatives of American Lines in 
Europe.” : 


The Traffic Club of Philadelphia elected the following 
officers February 13: President, J. C. Dawson, commercial 
agent, Lackawanna; vice-presidents, H. L. Crowder, traffic 
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agent, Pennsylvania Salt Manufacturing Company; B. M. Decker 
general agent, Northern Pacific; N. H. Lawton, traffic manager 
Victor Talking Machine Company; W. McCrackan, generaj 
agent, Wabash, and H. L. Wynne, assistant traffic manager 
U. G. I. Company; secretary, William H. Montgomery, freigh; 
representative, Pennsylvania: treasurer, James T. Kernan, gee. 
retary, Maritime Exchange; historian, George J. Lincoln, as. 
sistant general agent, C. M. St. P. & P.; directors, L. A. Becker 
traffic manager, Charles Lennis Company; E. C. Carson, district 
traffic manager, General Electric Company, and William J. Kelly 
assistant traffic manager, Baldwin Locomotive Works. At a 
luncheon following the election, George J. Lincoln presente 
the retiring president, Joseph P. Brown, with a grandfathey’s 
clock, in behalf of the club. 


At a meeting of the Pacific Traffic Association at the Pal. 
ace Hotel, San Francisco, February 7, a motion was carried 
instructing the board of directors to draw up a resolution ex. 
pressing the club’s disapproval of the Jones bill, pending jp 
Congress, and communicate it to the California representatives 
at Washington. The chairmen of the committees for this year 
have been appointed by the president, Roscoe C. Bray, as fol. 
lows: Daniel Tinney, traveling freight agent, Northern Pacific, 
membership; E. M. Stuart, chief clerk, Luckenbach Steamship 
Company, publicity; J. H. Todd, assistant general freight agent, 
Sudden & Christenson, steamship transportation and rates: 
R. W. Bybee, McCormick Steamship Company, entertainment; 
D. C. Wilkins, contracting freight agent, Western Pacific, rail. 
road transportation and rates; H. A. March, district freight 
agent, McCormick Steamship Company, speakers and papers; 
G. A. Culbert, traffic manager, Pacific States Electric Company, 
reception. 


The Columbus Transportation Club has ratified the resolu- 
tions pertaining to consolidation of the railroads and the Hoch- 
Smith resolution adopted by the Associated Traffic Clubs of 
America at Richmond. 


A dinner and dance featured the meeting of the Motor City 
Traffic Club at the Fort Shelby Hotel, Detroit, February 16. 
After dinner and a short business session, members and guests 
were taken to the Arcadia ballroom for dancing from 9 to 1 
o’clock. Those attending the dance got free chances on an 
automobile to be raffled February 23. Arrangements were made 
by H. F. Schulze. 


There was an attendance of 425 at the “Lincoln Birthday 
Dinner Dance” of the Traffic Club of St. Louis at the Statler 
Hotel February 11. Xenophon P. Wilfley, former senator from 
Missouri, was the principal speaker. His subject was “Abra- 
ham Lincoln.” The Traffic Club Quartette gave a program. 
Souvenirs were given the ladies. O. B. Higgins, Chicago freight 
traffic manager, Universal Carloading and Distributing Company, 
will speak on “Freight Forwarding; Its History and Effect on 
Present-Day Transportation” at a meeting at the Chamber of 
Commerce February 20. 


The Indianapolis Traffic Club will hold a Washington’s 
Birthday business-educational program at the Lincoln Hotel 
February 23. W. V. Rooker, local attorney, will speak on 
“What the Lawyers Are Doing; or the Invisible Government.” 
There will be a program of music. Regular meetings will, 
hereafter, be held the third Thursday of each month and the 
weekly luncheons will be discontinued. 


The Bridgeport Traffic Association will hold a meeting at 
the Stratfield Hotel February 20. A buffet luncheon will be 
served at the close of the meeting. 


The Traffic Club of Tulsa will hold its annual banquet at 
the Mayo Hotel February 24. Sir Henry W. Thornton, chait- 
man of the board of directors and president of the Canadian 
National, will be the principal speaker. J. B. Blanton, of the 
Kansas City Southern, president of the club, will preside. A 
large attendance is expected. There was an attendance of about 
110 at a meeting held February 14. Larry Ghent was chairman 
of the entertainment committee, which provided an elaborate 
program. H. A. Duckworth, traffic manager, Continental Oil 
Company, Denver, and C. C. Stewart, division passenger agent, 
Southern railway, Memphis, were guests. 


The Milwaukee Traffic Club elected the following officers 
at the annual election February 11: President J. E. Krasemad; 
first vice-president, O. W. Lutz; second vice-president, J. M. 
Zakariasen; third vice-president, T. F. Millane; secretary and 
treasurer, Ervin Manske; directors, F. C. Bryan, George Mer- 
gener and William R. Clague. 


The chairmen of the new committees of the El Paso Traffic 


Club are as follows: R. H. Keeler, membership; F. W. Gret- 
ling, auditing; F. C. Tockle, publicity; E. F. Anderson, attend- 
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ance; J. R. Dalby, finance; B. F. Littleton, program, and F. H. 
Evers, educational. 





At a meeting of the Women’s Traffic Club of San Francisco 
February 9 at the Women’s City Club, the Newton bill, H. R. 
17390, and the Parker railway consolidation bill, H. R. 17403, 
were discussed. E. M. Stuart, chief clerk, Luckenbach Steam- 
ship Company, spoke on “Some Economic Aspects of the Inter- 
coastal Trade.” The nominating committee made its report. 





The Traffic Club of New York held a forum night at its 
club rooms February 14. Robert C. Thackara, chairman, United 
States Intercoastal Steamship Conference, presented the sub- 
ject, “The United States Intercoastal Steamship Conference.” 
F. G. Fitz-Patrick, vice-president of the club, was in charge. A 
home dinner was served. 





The Traffic Club of Chicago held an afternoon card party 
and dinner dance for members’ wives and their guests at its 
club rooms February 17. Bridge was played till 6:30 p. m., 
when dinner was served. Dancing followed. 





The Burlington Shippers’ Association will hold its ninth 
annual dinner at the Hotel Burlington February 27. 





The San Antonio Traffic Club held a meeting February 13. 
A report was made by the committee on constitution and 
by-laws. 





The Birmingham Traffic and Transportation Club will hold 
its annual banquet and election of officers at the Tutwiler Hotel 
February 22. Morris W. Bush will be the principal speaker. 
L. G. Scarboro, heads the “Good Will Ticket” and W. G. Kidd, 
the “Pirate Ticket.” 





H. M. Runyon, Pacific coast representative of the United 
States Westbound Intercoastal Conference rate committee, San 
Francisco, who is making a tour of the Pacific coast to famil- 
iarize himself with the principal ports, was the guest of the 
Portland Industrial Traffic Club at a meeting at the Multnomah 
Hotel February 15. Representatives of the conference lines 
and shippers of freight were also invited. 





Mrs. Sarah O. Séamer, American Hoist & Derrick Com- 
pany, St. Paul, has been elected president of the Twin City 
Women’s Traffic Club. Miss A. Sundquist, The Marshall Com- 
pany, St. Paul, has been elected secretary. 





The Traffic Club of Kalamazoo, at a meeting February 7, 
ratified the resolutions pertaining to consolidation of the rail- 
roads and the Hoch-Smith resolution adopted by the Associated 
Traffic Clubs of America at Richmond. 





The Traffic Club of Kansas City held a meeting at the Bal- 
timore Hotel February 14. “Bob” Crowley, one of the club’s 
representatives at the meeting oi the Associated Traffic Clubs 
of America at Richmond, made a brief report. There was a 
program of entertainment. 

s 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel February 14. Dr. J. C. Acheson, president, 
Macalester College, spoke on “America in the New Day.” 





The nominating committee of the Omaha Traffic Club has 
submitted its nominations, two for each office, to be voted on 
February 28. The two presidential nominees are W. D. Clifton, 
Union Pacific, and G. W. Hall, C. & N. W. An amendment to 
the by-laws, proposing a change of the meeting night, will also 
be considered. A questionnaire has been sent to members re- 
questing “constructive criticism” with reference to the club’s 
programs, entertainment, and other matters. 





R. W. J. Flynn, traffic manager of the Standard Oil Com- 
pany of Louisiana, was elected president of the Baton Rouge 
Traffic Club at its organization meeting at the Heidelberg Hotel 
February 9. The meeting was attended by representatives of 
the transportation companies, as well as local business, pro- 
fessional, and industrial men. Dalton S. Reymond, manager 
of Reymond’s, Incorporated, was elected first vice-president; 
George Wildes, Jr., general freight agent, Y. & M. V. railroad, was 
chosen second vice-president, and R. J. Eiswirth, assistant traffiic 
manager of the Standard Oil Company, secretary-treasurer. 
The board of directors, consisting of nine members, who are to 
serve for one year, is as follows: J. B. Graham, traveling freight 
agent of the Gulf Coast Lines; A. P. -McGuire, general freight 
agent of the L. R. & N.; W. W. Tennant, assistant general man- 
ager of the Standard Oil Company of Louisiana; E. S. Levy, 
president of Louis Levy Grocery Company; W. H. Perkins, 
manager of the Capital City Auto Company, and J. A. Moore, 
general manager of the Mengel plant. The directors were nom- 
inated by a committee of three appointed by the temporary 
chairman, Henry Cohn, president of the Chamber of Commerce, 
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and were unanimously elected by the membership. It Was 
agreed that meetings would be held monthly, on a regular night 
to be selected by the board, except when it is thought advisable 
to meet with visiting traffic men for special purposes at a noon 
luncheon. A talk on traffic problems of a city was made by 
Mr. Flynn. 





' The Traffic Club of Chicago will hold its twenty-first annual 
dinner at the Palmer House March 15. 





The Transportation Club of Evansville held a dinner-meet. 
ing at the Chamber of Commerce February 15. There was an 
attendance of 75, including a number of out of town visitors 
J. C. Sartelle, general agent, Santa Fe, St. Louis, spoke on 
“Traffic Solicitation.” The club is sponsoring the formation 
of a Traffic Study Club, as an auxiliary, to hold educationa] 
meetings for members of the club and others. The first meet. 
ing will be March 2, at the Chamber of Commerce. 





The Transportation. Club of Peoria held its annual meet- 
ing and election at the Creve Coeur Club February 15. The 
following officers were elected: Wm. C. White, president; R. |. 
Colvin, vice-president; J. L. Collyer, vice-president; O. B. Eddy, 
secretary-treasurer; directors, to serve two years, C. R. Barne- 
wolt, L. F. Springer, G. H. Weston, J. Getz, E. C. Meyer. G. H. 
McHugh, division freight agent of the Nickel Plate, retired as 
president. Mr. White is president of the Merchants’ & Illinois 
National Bank. The club went on record as approving the 
resolutions adopted by the Associated Traffic Clubs of America 
with respect to the Parker railroad consolidation bill, indus- 
trial waste, and repeal of the Hoch-Smith resolution. 





The fourteenth annual dinner of the Traffic Club of Cleve- 
land will be held February 29 at the Mid-Day Club of Cleve- 
land, Union Trust Building. I. F. Freiberger, president of the 
Chamber of Commerce and vice-president of the Cleveland 
Trust Company, will be the principal speaker. The dinner ar- 
rangements are in charge of John A. Coakley, general freight 
agent of the American Steel & Wire Company, and the enter- 
tainment will be provided by C. M. Dilworth. J. E. Anderson, 
a general freight agent of the Big Four, will be toast- 
master. 


ST. LOUIS SHIPPERS’ CONFERENCE 


The St. Louis Shippers’ Conference Association held a meet- 
ing at the American Annex Hotel February 14. Subjects on the 
docket were as follows: Revision in rates to the southwest; 
consolidation of the railroads; arrangements for annual meet- 
ing in March; revision in Western Trunk Line class rates. 


N. Y. SHIPPERS’ CONFERENCE 


The Shippers’ Conference of Greater New York, acting in 
conjunction with the trunk line railroads of the east, announced 
at its monthly meeting that it would oppose the attempt of the 
Gulf and south Atlantic ports to have the port differential in- 
creased in import and export rates, as inimical to the interests 
of New York shippers. 

The conference unanimously adopted a resolution in sup- 
port of the present practice of Panama Canal lines in making 
split deliveries at Pacific coast ports, as beneficial to New York 
shippers and receivers. It decided that the conference should 
take such action as would make its views plain to the Shipping 
Board at a hearing to be requested. The committee appointed 
to take this matter up was F. A. Parker, chairman, W. White, 
and W. R. Moore. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board held its seven: 
teenth regular meeting at Shreveport February 9. There was 
a record attendance. Short addresses were made by E. A. Frost, 
A. J. Peavy, R. T. Moore, E. H. Randolph and W. B. Yeary, 
representing the shipping interests, and by Harry G. Taylor, 
manager public relations, American Railway Association, and 
J. A. Somerville, L. A. David, L. B. McDonald, J. F. Porterfield 
and J. F. Holden, executives of southwestern railroads, all deal- 
ing with matters of public interest. 

A note of optimism concerning the business situation for 
the year and the further expansion of industry throughout the 
southwest was reflected in the addresses and in the commodity 
committee and chamber of commerce reports. 

The reports indicated the following increases in carload 
shipments for the first quarter of the year compared with the 
same quarter, 1927: 


Cement 5 per cent; brick 5 per cent; rice 10 per cent; hardware 
and agricultural implements 10 per cent; fertilizer 50 per cent; grain 
products 15 per cent ; iron and steel 5 per cent; lumber, retail, 5 
per cent, wholesale, slightly better; miscellaneous commodities 5 
per cent; raper 15 per cent; Lyre y products 5 per cent; petroleum 
and products 5 per cent; sand, gravel and stone 10 per cent; creosoted 
products 5 per cent; wholesale drugs 5 per cent; warehouse an 
storage merchandise 10 per cent. Decreases were expected in carload 














Februa 


14 


fit 


Westbe 


§.S. Mi 
§.S. Cal 
S.S. Mc 


PF 


Pier 61 

(W. 23re 
Chicago, 
Philadel 
San Fra: 











o_ 
= 
~ 


Was 
‘ight 
able 
100n 
> by 


nual 


neet- 
S an 
tors. 
> on 
ution 
onal 
neet- 


neet- 
The 
Le 
iddy, 
irne- 
. H. 
d as 
inois 
the 
erica 
idus- 


leve- 
leve- 
' the 
land 
r ar- 
eight 
nter- 
rson, 
oast- 


neet- 
1 the 
vest; 
neet- 


ig in 
nced 
f the 
il in- 
rests 


sup- 
king 
York 
10uld 
ping 
inted 
hite, 


pebruary 18, 1928 THE TRAFFIC WORLD 423 


Nowifork “nl | LEONARD'S GUIDE 





Westbound from New York Ss 
5.8. Manchuria Feb. 23. S.S. Manchuria Mar.17 Mar. 19 
§,S. California(new) Mar. 10 S.S. California(new) Mar. 31 Apr. 2 
$.S. Mongolia Mar. 22. S.S. Mongolia Apr. 14 Apr. 16 
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PANAMA PACIFIC LINE || Wer poins“in the United’ Stes and” Canada, 


Pier 61 North ge Me Y. s. 1 Beuednen. '. x. om 

W. 23rd St. e elsea e owling Green 

i ane ee M. N. Michigan Ave, Boston, 84 State Street - 155 North Clark St. 15 East 26th Street 
Philadelphia, Public Ledger g. altimore, amber of Commerce g. 

San cesar alin 60 California St. Los Angeles, Central Bldg. CHICAGO NEW YORK 




























Freight, Express, Parcel Post 


Fastest J 
14 14 days 5 ean anlige RATES and ROUTINGS 


EN , -s / 
XMM canal "Balboa ‘San’ Diego (Westbound) All in One Book: 


Los Angeles—San Francisco. 

















Through Bills of Lading to or from other Entirely different from a you have 
Pacific Coast ports; also European, West ever seen. It saves Time and Money. 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. We keep our subscribers advised - all changes by our 
’ : lements and by special no when necessary. 
Passengers’ automobiles accepted un- f= pe 4 os 
crated as baggage at moderate charge. All The Guide is entirely revised and reprinted each year. 


steamers equipped for refrigerator cargo. 


Proposed Sailing Dates Four years ago used in only 25 cities. 
Eastbound from Today used in 700 cities! 


San Francisco—Los Angeles 


.S. Finland Mar. 3 Mar. 5 Why? 
Because we save our subscribers money 


Send for sample sheets showing how we give 


INTERNATIONAL MERCANTILE MARINE COMPANY 


G. R. LEONARD & CO., Inc. 


Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 

Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 










From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 


: 8 For complete information, communicate with 
American Line.) 


F. P. Betis Co. Agent G. B. Aisoen, ch bia Agent 
, ‘ ss 1515 enn Building 219 xch. Bldg. 
Through bills of lading issued by New York City Se Louis, 
i i i i F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. H.E. oa Com. Agt. 
steamship lines to all destinations 441 Monadnock Bld 414 Whitney Bank Bldg. Marquette Building 
on the National Railways of Mexico Son Francisco, Calif’ New Orleans, La: Chicago, II! 
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shipments of coal and lignite, 2 to 5 per cent; cotton 30 per cent; 
cotton seed products 20 per cent; grain and hay 20 per cent. 


Commodities expected to approximate the same volume as 
last year are wholesale groceries, salt, sugar, sulphur, rice, naval 
stores and live stock. 

A feature of the live stock report was the statement that 
a boycott had been instituted against beef by the Boston Hotel 
Association, which caused a temporary unfavorable influence on 
prices of cattle. The impression that cattle prices were too high 
was soon corrected, it was said, by Secretary Jardine and vari- 
ous live stock associations, who presented facts to show that, 
although prices were now materially higher than for some years, 
the industry had not yet fully recovered from the severe depres- 
sion following the war. 

The report of Mr. Evans, representative of the Federal Re- 
serve Bank for the Eleventh District, reflected a sound financial 
situation in the territory, evidenced by the large cash and sec- 
ondary reserves, the heavy demand for commercial paper, and 
the fact that loans to member banks, as of December last, rep- 
resented the lowest figure since the pre-war period. 

The report of the agricultural committee showed that the 
value of agricultural production for 1927 was around $1,373,000,000, 
which exceeded by $86,000,000 the production of 1926. Although 
cotton production in the southwest in 1927 was three million 
bales less than in 1926, the value of the 1927 crop exceeded the 
value of the 1926 crop by $144,000,000. The report also called 
attention to the hazard of insect damage for the 1928 season, 
evidenced by a substantial carry-over of boll weevil and the 
discovery of heavy pink boll worm infestation in three western 
Texas counties. The farm situation is improved over a year 
ago in that the amount of rural debt has been greatly reduced 
and better farm programs established. Acreage planted to 
winter wheat in Oklahoma is from 10 to 15 per cent greater 
and, in Texas, 15 to 20 per cent greater than that of the pre- 
ceding year, and while some damage was done by extreme cold 
and moisture is now needed, there is still time, with favorable 
weather, for a normal crop, according to the reports. 

A large increase in shipments of sand, gravel and stone is 
expected, due largely to extensive programs of permanent high- 
way construction in the territory. 

Of the new railroad construction begun last year, probably 
fifty per cent has been completed and the remainder was re- 
ported as progressing as fast as conditions permit. 

The large crop of perishable commodities in southern and 
southwestern sections promises to equal or exceed the produc- 
tion of last year, according to the reports. Grapefruit production 
in the Rio Grande Valley of Texas will greatly exceed that of 
last year. The Bermuda onion crop is coming on fine and other 
commodities, although damaged to some extent by adverse 
weather conditions, promise to measure up to the volume of 
a year ago. Prices are much better, with the exception of cab- 
bage, which is meeting with heavy competition of storage cab- 
bage in northern territory. 

The sugar industry of Louisiana and a small part of Texas, 
which in recent years has suffered tremendous losses as the 
result of mosaic disease and borer infestation, promises a speedy 
come-back through the discovery of new varieties of cane highly 
resistant to these unfavorable influences. 

Reports of the railroads reflected a continuation of former 
policies to improve facilities and equipment so as to keep pace 
with the industrial development, 

Report of transportation conditions throughout the United 
States was made by L. M. Betts, of the American Railway Asso- 
ciation, and a report of local conditions was made by R. C. 
Andrews, district manager of the association, Dallas, Tex. 


TRAFFIC MEN RECEIVE DEGREES 


The College of Advanced Traffic, Chicago, will hold its 
fourth annual banquet and graduation exercises in the Cameo 
Room of the Hotel Morrison Saturday evening, February 18. 
There will be approximately fifty graduates of the Chicago resi- 
dent class to receive the degree of master of traffic and trans- 
portation law, in recognition of their having met the require- 
ments of the college in the last two years. 

These graduates are, for the most part, men holding im- 
portant positions. Among them are M. A. Ericson, traffic 
manager, Shotwell Manufacturing Company; E. E. Griffith, rate 
clerk, Universal Carloading and Distributing Company; Walter 
Jones, district traffic manager, Goodrich Rubber Company; 
T. W. Mackey, traffic manager, Western Shade Cloth Company; 
J. Narva, rate clerk, auditor’s office, C. M. & St. P.; D. C, Norris, 
traffic manager, Wolff Manufacturing Company; C. G. Pettit, city 
freight agent, Illinois Central. 

The College of Advanced Traffic specializes in one subject 
—traffic—which is divided into courses in traffic specialization 
and traffic law and practice. The former is designed for the 
less experienced man, while the latter deals with the more 
complex features of traffic and transportation law and is re- 
stricted to experienced traffic men or graduates of the course 
in traffic specialization. Both courses are available by mail as 
well as through resident evening classes. 
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BIG ROAD FIGURES 


Large Class I roads had an aggregate net railway operating 
income of $938,225,937 in the twelve months ended with De. 
cember, 1927, as compared with $1,048,844,884 in 1926, and of 
$50,211,310 in December, 1927, as compared with $70,860,897 in 
December, 1926, according to compilations made by the bureay 
of statistics of the Commission from reports of carriers with 
annual operating revenues above $25,000,000. 

The figures covering operating revenues, operating expenses, 
net railway operating income and operating ratio, of the indi- 
vidual roads, for December, 1927, and December, 1926, follow: 





Net Oper- 

. railway ating 

Operating Operating operating ratio 

revenues expenses income % 
Total—Roads reported: 

1927 $402,949,531 $323,810,534 $50,211,310 80.4 

1926 452,418,326 349,004,354 70,860,897 1 

New England Region: 


Boston & Maine— 


1927 6,253,265 6,596,934 *846,173 = 105.5 
1926 6,629,718 5,463,192 600,642 82.4 
New York, New Haven & Hartford— 
1927 11,260,167 8,187,954 1,919,225 12.7 
1926 12,117,319 9,350,430 1,598,468 17.2 
Great Lakes Region: 
Delaware & Hudson— 
1927 3,165,417 2,815,078 274,518 88.9 
1926 3,820,094 3,377,795 155,236 88.4 


Delaware, Lackawanna & Western System— 
1927 6,462,331 
26 7,271,664 


is 4,847,469 1,158,871 75.0 
Erie (including Chicago & Erie)— 
1927 


5,593,764 1,260,345 76.9 


9,196,660 9,222,745 *743,777 100.3 
1926 9,979,668 8,301,945 1,362,880 83.2 
Lehigh Valley— 
1927 5,447,549 4,455,828 558,290 81.8 
: 1926 6,744,164 5,528,497 779,455 82.0 
Michigan Central— 
1927 6,659,441 4,792,967 1,380,324 72.0 
1926 6,991,892 5,070,357 1,621,270 72.5 
New York Central (including Boston & Albany)— 
1927 29,341,107 23,380,760 4,369,915 79.7 
1926 33,603,733 26,278,795 5,287,795 78.2 
New York, Chicago & St. Louis— 
1927 4,147,983 2,811,079 1,219,918 67.8 
1926 4,460,691 3,261,935 788,426 73.1 
Pere Marquette— 
1927 3,067,029 2,346,332 472,580 76.5 
1926 3,295,933 2,576,342 460,017 78.2 
Pittsburgh & Lake Erie— 
1927 2,074,326 1,951,674 357,722 94.1 
1926 2,999,517 2,533,947 793,781 84.5 
Wabash— 
: 1927 5,078,725 4,000,694 804,497 78.8 
1926 6,025,937 4,164,191 1,320,968 69.1 
Central Eastern Region: 
Baltimore & Ohio— 
1927 17,873,833 15,327,157 1,177,480 85.8 
1926 21,866,975 17,533,288 2,651,572 80.2 
Central of New Jersey— 
1927 4,385,198 3,462,563 746,937 79.0 
1926 4,979,352 5,723,378 *1,083,780 114.9 
Chicago & Eastern Illinois— 
1927 2,106,078 1,662,114 201,791 78.9 
1926 2,488,774 1,944,141 281,108 78.1 
Cleveland, Cincinnati, Chicago & St. Louis— 
1927 6,638,258 5,520,285 616,066 83.2 
. 1926 7,756,111 5,693,638 1,720,256 73.4 
Elgin, Joliet & Eastern— 
1927 1,702,378 1,394,539 *22,888 81.9 
1926 2,109,232 1,544,160 184,833 73.2 
Long Island— 
1927 3,108,312 2,379,755 450,475 76.6 
1926 3,025,394 2,481,323 300,902 82.0 
Pennsylvania— 
1927 47,963,496 42,266,419 2,343,614 88.1 
1926 58,707,259 50,224,438 4,687,321 85.6 
Reading— 
1927 6,976,563 6,009,915 839,072 86.1 
1926 8,768,945 6,818,139 1,376,689 17.8 
Pocahontas Region: 
Chesapeake & Ohio— 
1927 9,145,461 6,555,301 2,069,033 71.7 
1926 11,869,720 7,531,861 3,293,524 63.5 
Norfolk & Western— 
1927 7,801,479 4,921,355 2,321,619 63.1 
1926 10,661,009 6,352,572 3,320,322 59.6 
Southern Region: ; 
Atlantic Coast Line— 
1927 6,600,911 5,342,903 601,765 80.9 
1926 8,310,595 5,961,049 1,658,834 71.7 
Central of Georgia— 
192 1,996,979 1,682,953 246,829 84.3 
1926 2,470,001 1,867,429 447,725 75.6 
Illinois Central— 
1927 12,293,440 9,946,919 1,713,209 80.9 
1926 12,989,792 10,240,165 2,047,757 78.8 
Louisville & Nashville— 
1927 10,751,498 9,097,318 1,049,659 84.6 
1926 12,108,955 10,003,507 1,420,872 82.6 


Seaboard Air Sa 


927 4,973,570 4,017,420 557,019 80.8 


1926 6,136,290 4,279,880 1,323,293 69.7 
Southern— 

1927 11,421,148 8,065,126 2,422,251 70.6 

1926 12,917,731 9,033,477 2,661,706 69.9 
Yazoo & Mississippi Valley— 

1927 2,109,789 1,968,736 20,946 93.3 

1926 2,611,655 1,883,917 552,269 72.1 

Northwestern Region: 

Chicago & North Western— 

1927 10,787,724 9,836,190 *71,054 91.2 


1926 11,774,656 10,771,222 271,887 91.5 
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Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 











Speed on Orient 


ee 

Voy. Baltimore Philadelphia Los Angeles Mails 
No. Ship Arrive Depart Arrive Depart Arrive-- Depart 
2 PENNMAR | Jan. 3 Jan. 8|Jan.10 Jan.15|Feb. 5 Feb. 10 _ The fastest service wins the mail. This line 
2 YORKMAR Jan. 18 Jan. 23 Jan. 2s Jan. 30 Feb. 20 Feb. 2s is used to carry Government Mail to the 
2 MASSM eb. 3 Feb. 8| Feb. 10 Feb. ar. ar. : : : 
> OAKMAR | | Feb. 17 Feb. 22| Feb. 24 Feb.29| Mar.21 Mar. 26 Orient on account of the quick delivery. That 
2 TEXMAR_ | Mar. 3 Mar. 8| Mar.10 Mar.15| Apr. 5 Apr. 10 same speed is available for your freight and 
a a en express shipments, thereby saving interest on 

n rancisco ° . . oge 
= Oakland Portland —_— Capital. Win sales by service. Sailings every 
No. Ship Arrive Depart | Arrive—Depart | Arrive— Depart fourteen days from Seattle for Yokohama, 
2 PENNMAR | Feb. 12 Feb. 15| Feb. 18 Feb. 19| Feb. 21 Feb. 23 Kobe, Shanghai, Hong Kong and Manila. 
2 YORKMAR | Feb. 27 Mar. 1| Mar. 4 Mar. 5| Mar. 7 Mar. 9 Through Bills of Lading issued to other ports. 
2 MASSMAR | Mar.14 Mar.17 | Mar.20 Mar.21 | Mar.23 Mar. 25 
2 OAKMAR Mar. 28 Mar.31| Apr. 3 Apr. 4|Apr. 6 Apr. 8 
2 TEXMAR Apr. 12 Apr. 15| Apr. 18 Apr. 19] Apr. 21 Apr. 23 





[ ‘a you want DIRECT service from Philadelphia; 
you want DEPENDABLE service 


ROUTE your shipments via Calmar Line. 
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T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


| 
American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
| Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 


Mexico's Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


For information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, 


Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, Philadelphia, Pa. 
Citizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Reokery Building, Chicago, Ill. | 
| 


CALMAR STEAMSHIP CORPORATION 


Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Les Angeles 
408 Board of Trade Bidg., Pertland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 
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EUROPEAN LINES 


HAVANA 
PUEBLA © Design 
From VERA CRUZ 
The Only Standard Gauge Line MEXICO CITY WEEKLY SERVICES 
The Short Line in Distance 23 Hours NEW YORK—Ward Line 
The Short Line in Time of Transit To; PACHUCA NEW ORLEANS—Cuyamel Line 
PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


W. F. PATON, General Agent 
Marquette Building, Chicago 8&2 Beaver Street, New York 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 
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Operating 

revenues 

Chicago, Milwaukee & St. Paul— 
1927 12,483,298 

1926 12,430,900 


Operating 
expenses 


11,311,653 
10,434,087 


Chicago, St. Paul, Minneapolis & Omaha— 


1927 2,182,475 

1926 2,202,857 
Great Northern— 

1927 7,777,286 

1926 8,111,043 


1,920,090 
1,689,374 


6,189,217 
5,648,102 


Minneapolis, St. Paul & Sault Ste. Marie— 


1927 3,566,532 

1926 3,442,229 
Northern Pacific— 

1927 7,532,352 

1926 7,190,089 


2,943,564 
2,733,694 


5,520,182 
5,119,564 


Oregon-Washington R. R. & Navigation Co.— 


1927 2,313,450 
1936 2,213,904 


Central Western Region: 


Atchison, Topeka & Santa Fe— 
1927 15,751,939 
1926 17,797,735 
Chicago & Alton— 
1927 2,390,586 
1926 2,732,359 
Chicago, Burlington & Quiney— 
1927 13,468,460 
1926 13,154,849 
Chicago, Rock Island & Pacific— 
1927 10,317,334 
1926 11,017,098 
Denver & Rio Grande Western— 
1927 2,838,074 
1926 2,732,921 
Oregon Short Line— 
1927 2,908,614 
1926 2,701,953 
Southern Pacific (Pacific Lines)— 
1927 16,266,649 
1926 16,228,412 


1927 8,976,261 
1926 8,711,115 


Gulf, Colorado & Santa Fe— 

1927 2,551,744 

1926 3,628,541 
Missouri-Kansas-Texas— 

1927 2,726,090 

1926 2,954,302 
Missouri-Kansas-Texas of Texas— 

1927 1,649,039 

1926 2,098,147 
Missouri Pacific— 

1927 10,213,914 

1926 10,821,699 
St. Louis-San Francisco— 

1927 6,627,211 

1926 6,994,303 
Texas & New Orleans— 

1927 5,707,522 


1926 6,465,785 
Texas & Pacific— 

1927 3,910,586 

1926 3,295,309 


Union Pacific— 


Southwestern Region: 


1,701,181 
1,635,882 


11,738,282 
11,856,095 


1,706,937 
1,897,005 


11,747,808 
10,315,834 


7,063,310 
8,171,894 


2,138,012 
2,107,478 


1,841,392 
1,970,547 


11,415,791 
11,590,680 


5,916,855 
5,587,013 
1,855,445 
2676,118 


1,765,727 
1,989,338 


1,400,478 
1,376,601 


8,738,477 
8,436,538 


4,309,776 
4,910,801 


5,005,318 
5,049,532 


2,714,557 
2,419,403 


Net 
railway 
operating 
income 


*15,672 
862,280 


109,183 
340,742 


1,840,151 
1,718,717 


276,448 
424,032 


2,077,664 
1,947,034 


247,450 
326,395 
2,539,986 
4,294,295 


446,616 
622,083 


673,975 
1,879,164 


2,227,233 
1,890,474 


498,262 
417,843 


473,865 
462,488 


3,285,569 
3,371,434 


2,018,054 
2,033,768 
403,483 
605,782 


800,955 
781,491 


7,318 
497,443 


921,770 
1,584,049 


1,975,576 
1,884,191 


302,824 
1,035,164 


890,867 
735,655 


The corresponding figures for 1927 and 1926 follow: 


Total—Roads reported: 
1927 $5, 312,054,050 $3,955,517,208 $ 938,225,937 
1926 5,517, 365, 640 4,044, 877, 364 1,048, 844, 884 
New England Region: 


Boston & Maine— 
1927 177,848,374 
1926 81,625,376 


New York, New Haven & "Hartford— 


1927 139,824,315 
1926 143,008,798 


Delaware & Hudson— 
1927 42, 692,911 
1926 46,372,172 


Great Lakes Region: 


61,835,501 
62 "355, 456 


100,278, 252 
105,107,551 


34,545,618 
34, 812, 140 


Delaware, Lackawanna & Western System—— 


1927 84,699,577 
1926 88,823,202 


Erie (including Chicago & Erie)— 
1927 122,478,355 
1926 125,473,504 
Lehigh Valley— 
1927 74,502,819 
1926 80,453,150 
Michigan Central— 
1927 89,750,602 
1926 95,524,343 


60,237,308 
62,434,221 


100,264,697 
99,173,496 


59,270,392 
60,958,636 


62,244,288 
64,957,364 


9,500,773 
12,841,103 


25,235,284 
24,776,370 
6,710,504 
9,927,015 


17,352,617 
19,287,962 


12,960,700 
18,052,723 


9,835,767 
13,802,605 


20,988,826 
23,565,130 


New York Central (including Boston & Albany)— 


1927 385,046,787 

1926 399, 537,749 
New York, Chicago & St. Louis— 

1927 53,619,300 

1926 54,938,491 
Pere Marquette— 

1927 44,744,593 

1926 45, 799,700 
Pittsburgh & Lake Erie— 

1927 31,785,820 

1926 34,205,977 


1927 67,108,154 
1926 71,693,341 


Wabash— 


Central Eastern Region: 


Baltimore & Ohio— 


1927 246,078,510 

1926 257,573,385 
Central of New Jersey— 

1927 58,745,712 

1926 60,171,118 


294,910,984 
298,931,038 


38,574,494 
39,990,395 


31,639,864 
31,886,011 


26,320,312 
27,546,039 


51,379,147 
52,465,680 
186,168,521 
191,472,300 


43,344,247 
45,993,621 


62,227,717 
72,158,492 


9,995,984 
10,157,801 


9,291,668 
9,793,224 


8,005,295 
9,146,804 


9,611,677 
12,562,083 


44,817,227 
50,163,850 


10,383,653 
8,051,535 
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Oper- 

ating 

ratio 
% 


72.7 
64.8 
67.8 


84.9 
65.6 


85.6 
78.0 


65.0 
70.2 


87.7 


~1D 


wo 
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74.5 


Southwestern Region: 








Operating Operating 


revenues 

Chicago & Eastern Illinois— 
1927 26,714,326 
1926 28, 251,750 


Cleveland, Cincinnati, Chicago & St. 


1927 91,185,737 

1926 94, 539, 987 
Elgin, Joliet & Eastern— 

1927 24,281,541 

1926 26, 432,112 


Long Island— 
1927 40,886,580 
1926 39,648,538 
Pennsylvania— 
1927 664,851,023 
1926 709,817,450 
Reading— 


1927 92,590,436 
1926 99,290,136 


Chesapeake & Ohio— 
1927 133,431,722 
1926 134,657,703 
Norfolk & Western— 
1927 110,948,200 


1926 120,409,039 
Atlantic Coast Line— 
1927 


Pocahontas Region: 


Southern Region: 


80,452,526 
1926 97,157,815 

Central of Georgia— 
1927 27,611,087 


1926 31,825,369 
Illinois Central— 

1927 155,822,064 

1926 158,328,258 
Louisville & Nashville— 

1927 144,605,117 

1926 147,313,243 
Seaboard Air Line— 

1927 61,790,150 
1926 69,783,709 


ted 147,639,063 
1926 155, 467, 976 
Yazoo & eee ~ Valley— 
1927 26, 333, 195 
1926 31, 265,206 


Chicago & North Western— 
1927 150,132,960 
og 154, 335, 724 
Chicago, Milwaukee & St. Paul— 
1927 162,942,819 
1926 160, 538, 440 


Southern— ~- 


Northwestern Region: 


expenses 


21,529,900 
22,605,950 
Louis— 

70,322,699 
70,058,665 


16,967,273 
17,275,369 


30,111,966 
29,007,593 


510,668,662 
550,360,578 


71,880,069 
73,508,751 
89,984,785 
91,447,788 
69,696,125 
71,226,914 
64,353,618 
70,796,226 


20,923,129 
23,772,538 


118,982,761 
121,678,777 


112,857,834 
112,599,664 


46,873,315 
51,055,414 


103,907,953 
107,866,589 


22,764,072 
24,227,103 
116,994,267 
120,588,383 


133,505,998 
128,401,168 


a St. Paul, Minneapolis & Omaha— 


26,847,105 
1926 26,433,019 
Great Northern— 
1927 117,904,005 
1926 117,383,909 


21,800,246 
21, 272, 949 


78,355,580 
75,285,464 


Minneapolis, St. Paul & Sault Ste. Marie— 


1927 49,157,009 
1926 46, 856, 738 

Northern Pacific— 
1927 95,574,816 


1926 97,351,042 


35,735,614 
35,696,798 


67,854,738 
68,260,944 


Ceegen-reenengtes R. R. & Navigation Co.— 


927 29,125,538 
1926 30,510,001 


Central Western Region: 


Atchison, Topeka & Santa Fe— 
1927 206,293,929 
1926 209, 337,546 
Chicago & Alton— 
1927 28,345,728 
1928 31,474,823 
Chicago, Burlington & Quincy— 
1927 156,320,454 
1926 161,317,442 
Chicago, Rock Island & Pacific— 
1927 132,927,925 
1926 130, 768,558 
Denver & Rio Grande Western— 
1927 33,144,907 
1926 34,093,902 
Oregon Short Line— 
1927 35,999,738 
1926 36,372,207 
Southern Pacific (Pacific Lines)— 
1927 214,898,487 
1926 213 '970,447 


1927 113,383,608 
1926 113,972,308 


Gulf, Colorado & Santa Fe— 

1927 34,195,211 

1926 33,467,548 
Missouri-Kansas-Texas— 

1927 35,236,541 

1926 35,532,896 
Missouri-Kansas-Texas of Texas— 

1927 20,944,987 

1926 22,567,869 
Missouri Pacific— 

1927 .125,728,405 

1926 133,990,294 
St. Louis-San Francisco— 

1927 84,641,835 

1926 89,917,324 
Texas & New Orleans— 

1927 70,789,608 

1926 72,335, 356 
Texas & Pacific— 

1927 38,949,539 

1926 35,449,650 


Union Pacific— 





*Deficit. 


22,205,867 
22,330,487 


142,754,973 
134,803,586 


22,263,945 
24,209,304 


111,917,503 
116,462,808 


98,270,641 
98,126,841 


25,091,775 
24,653,265 


24,442,542 
25,182,357 


149,215,801 
146,417,881 


73,235,234 
74,044,571 
24,930,881 
23,739,827 


23,363,037 
23,648,621 


15,976,136 
16,330,449 


99,565,998 
102,851,944 


58,273,551 
62,218,159 


58,128,022 
58,291,303 


28,797,073 
26,488,382 


Net 
railway 
operating 
income 


2,291,709 
2,608,542 


14,603,067 
18,527,246 


4,221,700 
5,657,360 


6,162,578 
5,832,229 
103,977,303 
106,432,758 


16,790,121 
22,032,863 


36,390,906 
37,121,240 
34,010,951 
40,922,151 
10,273,934 
17,558,783 


5,055,295 
5,953,291 


25,615,627 
26,202,012 


23,876,834 
27,072,825 


10,388,760 
12,486,092 


32,765,062 
35,528,783 


1,346,604 
3,673,929 
20,257,694 
22,295,139 


14,072,934 
18,394,933 


2,679,421 
3,180,089 


29,202,540 
31,280,429 


8,663,348 
7,007,261 


22,592,837 
24,213,700 


2,930,745 
4,662,729 
45,893,631 
55,493,700 


2,733,521 
3,986,403 


28,143,308 
29,955,831 


21,927,425 
20,484,478 


6,397,734 
7,622,936 


6,936,914 
7,024,611 


44,124,518 
46,617, 047 


27,574,669 
27,852,065 
5,959,907 
6,525,674 


9,378,298 
9,520,903 


2,321,675 
3,479,360 


16,899,498 
20,333,786 


22,060,265 
23, 121,929 


6,289,343 
7,654,404 


6,497, 569 
6,240,676 
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Storers, Distributors 
and 
Forwarders 
0 
General Merchandise 


Pool Car Distribution 


Prompt and 
Intelligent Service 





GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 


Freight Rates Furnished To, From and Through 
Germany and To Central Europe Free of Cost 


APPLY TO 


GERMAN RAILROAD COMPANY 
Freight Information Office 


HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N. Y. 





United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


BETWEEN 
New York, Boston, New Orleans 
and San Francisco 


AND 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 
CANAL ZONE COSTA RICA 
Cristobal ALSO nt 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, addrees 


= Battery Place ................. New York, N. Y. 

321 St. Charles Street ........... New Orleans, La. 
Long Wharf ..................0ec00s ston, Mass. 
140 So. Dearborn Street ............. Chicago, III. 
433 California Street ......... San Francisco, Cal. 
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BOSTON, MASS. 











View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
















Total General Storage Capacity: 9,706,000 Cubie Feet 





MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 


MtNesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 






From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


J n. Balti 
a) more 
Philadelphia, Kanbile. New Orleans 


McCORMICK STEAMSHIP CoO. 


GENERAL PACIFIC COAST AGENTS 


Chicago, St. Louis 
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Questions and Answers | 

In this department will be answered questions of both legal and 
practical anaes that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 

Ip him in his work. ; ; 
” Phe right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

- Address Questions and Answers Department, 

Traffic Service Corporation, Mills Building, Washington, D. C. 





* 


Notice of Claim 

New’ York.—Question: A shipment consisting of two cases 
moved by freight between two cities. The cases were never 
delivered, and claim has been entered for non-delivery. The 
carrier was notified of intention to enter claim, within the pre- 
scribed time limit, but, through typographical error, our notifi- 
cation gave date of shipment as November 29, instead of correct 
date of November 22, The claim was not actually entered until 
eight months later. 

The carrier declines claim, claiming improper information 
furnished on our notification letter. We contend that carrier 
should have questioned the date, since they could not find a 
shipment of two cases on the date furnished, i. e., they should 
have asked us to verify date of shipment. Do you believe car- 
rier is within its rights in declining to adjust claim on this 
technicality? Could not this claim be collected, in any event, on 
the assumption that a non-delivery of an entire shipment is the 
result of negligence on the part of the carrier and, as such, the 
time limitation would not enter into the matter? 

Answer: While we can locate no case directly in point, we 
are inclined to the opinion that the typographical error was not 
such a defect as to make ineffective your notice of claim. 

As to your right to recover in the event it should be held 
that by reason of this error there was no notification within 
the prescribed time limit, the decisions of the Supreme Court 
of the United States in Barrett vs. Van Pelt, 268 U. S. 85; Davis 
vs. John L. Roper Lumber Co., 269 U. S. 158, and C. & O. vs. 
Thompson Manufacturing Co,, 270 U. S. 416. 

With respect to claims of the class covered by the proviso 
of paragraph B of section 2 of the Uniform Bill of Lading Con- 
tract Terms and Conditions, as this provision has been con- 
strued by the Supreme Court in the above referred to cases, 
unless a claim or notice of claim is filed within the stipulated 
time, i. e., six months, the burden of proving negligence on the 
part of the carrier rests upon the shipper, which is not the case 
where a claim or notice of claim is filed within the stipulated 
time. 

While changes have been made in the phraseology of the 
proviso of paragraph 11 of section 20 of the interstate commerce 
act, relating to the filing of claims by the amendment to the 
act of March 4, 1927, in our opinion the changes in the phrase- 
ology made by this amendment are not such as to make inap- 
plicable thereto the decisions of the Supreme Court of the 
United States in the cases above cited. 

Prior to the amendment of March 4, 1927, the proviso did 
not include a claim for shortage (C. & O. Railway Company vs. 
Thompson Manufacturing Co., 270 U. S. 416), but a shortage is 
covered by the amended proviso under the wording “that if the 
loss, damage or injury complained of was due to carelessness 
or negligence while the property was in transit * * ®*® then 
no notice of claim or filing of claim shall be required as a 
condition precedent to recovery. * * * .” 

Demurrage—Computation of Free Time—Half Holidays 

In connection with our answer to “Louisiana,” on page 362 
of the February 11, 1928, Traffic World, under the above cap- 
tion, see the Commission’s opinion in Commercial Exchange of 
Philadelphia vs. Pennsylvania Railroad Co., 21 I. C. C. 1, in 
which the Commission held that the counting of Saturday after- 
noons as part of the free time allowed for loading or unloading 
for placement and notice under the Uniform Demurrage Rules, 
had not been shown to operate in an unreasonable or unlawful 
manner in the Philadelphia territory. 

Demurrage—Private Cars Awaiting Disposition Instructions 

Illinois —Question: We desiré to comment on the question 
asked by “Michigan,” in connection with demurrage on private 
cars awaiting disposition instructions, as shown on page 1570 
of your issue of December 31, 1927. 

All of the facts in connection with this case are not men- 
tioned. However, it is our opinion, and we believe the courts 
will sustain it, that when a private tank car has been emptied 
by the consignee and he does not have the return instructions 
for the empty car, if he will immediately notify the railroad 
agent when the car is empty, to take it away, he will be released 
from any demurrage on and after that moment for the very 
reason that while tank cars are private equipment, yet they are 
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used by the carriers as a part of their supply of equipment, ang 
it is as much their duty as it is the consignee’s to find out what 
is to be done with the car. Where a carrier’s equipment js 
used and the consignee has unloaded the car and he tells the 
agent to take it away, that relieves him of any responsibility 
on demurrage and the same situation must govern on private 
tank car equipment, so that in the case you mention, it would 
appear the car was held from September 7 until September 19 
for return billing and the consignee was compelled to pay de. 
murrage, He positively could be released from this demurrage 
if he had notified the railroad agent on September 7 that the 
car was empty and that they should take it away. Meanwhile 
he could have cooperated with the railroad agent to secure 
return billing instructions, but he cannot be compelled to Day 
demurrage even though he did not lend that cooperation. 

We are firm in our belief that if this practice is followeg 
by the consignee he is positively not liable for any further de. 
murrage. 

Answer: The conclusions as stated by you seem to be 
justified by the findings of the Commission in the cases which 
are cited in our answer to which you refer, although we cannot 
locate an opinion of the Commission in which this question wag 
at issue. 

Damages—Measure of 

Ohio.—Question: We purchase various outfits of radio ap. 
paratus from different manufacturers. Many of these outfits, 
as you are aware, are fragile and occasionally rough handling 
in transit will cause some of the parts to become out of align. 
ment, for which reason they will not function properly. In such 
instances, the outfits are returned to our stores and certain of 
the articles, under instructions of the manufacturers, must be 
returned by our stores to the plants at which they are manu- 
factured, as they bear a factory seal which the makers require 
be unbroken. On receipt of outfits at the factory, the seal {s 
broken and the outfit examined, usually requiring simply a 
minor adjustment, for which the factory makes no charge, and 
returns the outfit to our store without charge. In fact, in many 
instances, the factory will even make a replacement of the 
outfit by sending a new apparatus to our store, no charge, with- 
out awaiting receipt of the non-functioning outfit by them. 

In such instances, please understand that there is no claim 
involved against the transportation company, although the outfit 
was in first-class shape when sold by our store, this indicating 
that handling in transit probably caused the outfit to come out 
of adjustment; there is no other evidence of damage in transit 
and such transactions are handled in the manner indicated 
above. It happened that one of these outfits was lost in transit 
after it was shipped from our store to the factory for adjust- 
ment or replacement and freight claim agent will not make 
settlement of claim for the invoice value, at which it was billed 
from our store to the factory, offering only 50 per cent of its 
value, stating that it was defective, used merchandise. We be- 
lieve the foregoing explanation will indicate that such is not the 
case and that the article in question actually was a new outfit 
that simply failed to function, requiring merely a minor adjust: 
ment, and had the shipment not been lost in transit by the 
carriers, we would have been reimbursed in full by the factory, 
who would either have replaced same with a new outfit, no 
charge, or would have made the adjustment, no charge. There- 
fore, carrier’s failure to deliver the shipment has caused a loss 
to us of the actual invoice value and, as our understanding of 
the McCall-Dinsmore decision is that carriers are liable for the 
actual loss sustained, we feel that the claim agent’s position in 
this instance is untenable and unjust. 

Answer: The general rule is that, in case of loss of, or 
injury to, goods, the carrier is liable for damages proximately 
resulting from the carrier’s breach of duty, or of special con- 
tract, or due to its negligence, but for nothing beyond this. 

If it can be proved, as apparently it can be, that the articles 
returned for adjustment have the same value as when originally 
shipped by the manufacturer, that value should, in our opinion, 
be the basis for recovery, in the event of loss of or damage to 
such articles, 

The value at point of destination is that used to measure 
the amount of damages which a shipper is entitled to recover. 
Whether an article has value at destination as a new article 
or as a used article, is a question of fact, upon the determination 
of which question depends the amount of recovery. 

Damages—Invoice Value 

Wisconsin.—Question: For some time we have endeavored 
to secure settlement of a damage claim on a shipment made by 
us to one of our customers. The proper precautions were taken 
by consignee when delivery was accepted to protect his interests. 
The material damaged was a liquid in tin containers. 

Upon being advised of the damage, we immediately in 
structed our customer to put the material to one side subject 
to the orders of the transportation company. However, as the 
material was in a leaky condition, he had sold the same in the 
meantime at a price considerably less than his regular selling 
price, but slightly more than his cost. 

Our customer forwarded the necessary documents to us for 
a claim and we filed the same for him, charging the transporta 





February 


_—— 


INDI. 


Mel 


CHICA 















































pebruary 18, 1928 


aaa aca ecamnaata cea catacaa a eeaiaraiaearaaiaeaaaaeena eiaa 


the 

ity 

: WAREHOUSE 

: “Service That Will Satisfy’’ 

ile THE MERCHANDISE STORAGE Co. 
ure U. 8. BONDED 

7 COLUMBUS, OHIO 

de- 


» @ INDIANAPOLIS 


Service That Satisfies 


uch 

_ of 

be 

nu- 

lire 

| is 

Da 

and : See! gee 

any 

_ TRIPP WAREHOUSE COMPANY 

; Merchandise 224 Machinery Storage 

it POOL CAR DISTRIBUTION 

" MEMBER 

= _ AMERICAN CHAIN OF WAREHOUSES 

nsit CHICAGO, 53 West Jackson Bivd. NEW YORK, 260 W. Broadway 
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= ]) Southern Steamship Compan 
$ 

« [| Southern Steamship Company 

t 

tft OPERATING FAST FREIGHT SERVICE 

= BETWEEN 

~ f| Philadelphia, Pa., and Houston, Tex. 

ve SAILINGS: 

J From Philadelphia. .. Wednesdays and Saturdays 

1 in From Houston........Mondays and Thursdays 

2 Low Rates Quick Dispatch Thru Package Cars 


c0n- GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
















No Trucking, Switching or Draying. 
Finance Through Our Warehouse Receipts. 
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PORT HOUSTONS SHIPSIDE WAREHOUSE 


SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


Fire-Proof Storage—Automatic Sprinkler. 
Write or Wire for Detailed Information—Now! 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . 






























PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
rom SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los + 


S.S. VENEZUELA .......... Febru: = ee 
Ss. So BCU AIO. 0 ncccccccscccces Marc March 19 
S. B.. CORA gcse cccciesceces April HH April 16 


Also regular _o for Mazatlan, Manzanillo, Champerico, San 
Jose de Guatemala, Acajutla, La Libertad, La Union, Corinto, Ama- 
pala, Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) 
and Buenaventura. 


Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


CcCES— 
2 Pine Street, San Francisce, Cal. 
548 S. Spring St., Los Angeles, Cal. 


ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


—OFFI 
350 Marquette Bldg., Chicago, Ill. 
10 Hanover Sq., New York, N. Y. 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 2 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday night. 
A Band C Terminal, Brunswick, Ga., Thursday. 


For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 


Cotton Exchange Building N. Emanuel & Co., Agents 
Houston, Texas Brunswick, Ga. 
hardson. 


Dallas National Bank Building A. L. Ric! , Manager 
Dallas, Texas 515 American Bidg., Baltimore, Md. 


a oie Le 


Daily Stock Reports if Desired. 


HOUSTON, TEXAS 
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tion company for the damaged material at our customer’s selling 
price and not his cost price. The transportation company does 
not deny liability, but insists that the extent of the same is the 
customers’ cost, plus transportation charges. 

We believe there have been court decisions wherein the 
destination value was upheld as the proper basis for claim pur- 
poses. Can you advise us of any such decisions? 

Answer: With respect to this question, see our answer to 
“Tllinois,” under the above subject, on page 1512 of the December 
24, 1927, Traffic World. See also our answer to “Connecticut,” 
on page 206 of the July 23, 1927, Traffic World, under the cap- 
tion, “Damages—Measure of.” That the retail value of an 
article at point of destination is the basis of recovery, is the 
holding in Crail vs. Illinois Central R. Co., 21 Fed, (2d) 836, and 
several other cases, i. e., Leominster Fuel Co. vs. N. Y. N. H. 
& H., 54 N. E. 831, and Heidritter Lumber Co. vs. C, R. R. of 
N. J., 122 Atl..691. Until the question has been determined by 
the Supreme Court of the United States, the basis for the settle- 
ment of claims by carriers will no doubt be influenced, to some 
extent, at least, by the holdings of the courts in the jurisdic- 
tions where suits would be instituted in the event that the 
shipper found it necessary to bring an action, there being, as 
you will obsrve from the answers above referred to, a divergence 
of opinion as to the measure of the carrier’s liability. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 339 of the leading softwood lumber mills of 
the country indicated that orders were maintaining the high 
plane recently established as compared with last year. Orders 
for the week ended February 11 were 58,000,000 feet, or 30 per 
cent larger than for the corresponding period of 1927; ship- 
ments and production increased in much the same proportion. 
As compared with the preceding week, the volume of buying 
was about the same, there was little or no change in produc- 
tion and shipments fell off noticeably. 

Owing to the heavy accession to the list of hardwood report- 
ing units, it is impossible to make helpful comparisons with 
previous periods, either for the hardwood mills or the lumber 
mills as a whole, according to the association. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

en eee 339 235 315 136 345 76 

Production ....223,428 36,440 184,969 20,861 222,153 12,924 

Shipments ..... 219,263 37,250 173,913 22,054 240,883 11,152 
Orders (New 


RP saccns 253,217 46,457 195,133 24,761 255,982 13,480 


BOILER INSPECTION LAW 


Representative Cooper, of Ohio, in H. R. 11021, has proposed 
amending section 1 of the locomotive boiler inspection law, 
which also provides for the inspection of parts of locomotives 
other than boilers, by striking out the following words: “ex- 
cluding street, suburban, and interurban electric railways unless 
operated as a part of a general railroad system of transporta- 
tion,” and inserting in lieu thereof the following: 


Provided, that independently operated electric railways and the 
electric equipment used thereon are excluded from the provisions of 
this act; provided, further, that electric locomotives and electric 
equipment operated on electrified steam railroads or electrified sec- 
tions of steam railroads are included under the provisions of this act. 
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Digest of New Complaints 





“J 

No. Layee | —. No. 1. King Lumber Co., Thomaston, Ala., vs. South. 
ern et al. 

Charges on seasoned pine lumber from Marion Jct., Ala., to 
West Liberty, Pa., by reason of excessive weight in violation of 
sections 1 and 6. Asks for reparation. 

No. 20267. Sub. No. 2. Brown Brothers Hardware & Supply Co., Ltd, 
Alexandria, La., vs. B. & O. et al. : . 

Rates on wrought iron and steel pipe from Wheeling, W. Va., 
to Alexandria, La., in violation of section 1 of the act. Asks for 
just and reasonable rates and reparation. 

No. 20467. Culbertson Bros. Co., Duluth, Minn., vs. C. & N. W. et al, 

Rates on strawberries, grapes, and apples, from points in Ark- 
ansas and Missouri, to Duluth, Minn., in violation of the first three 
sections. Asks for reasonable rates and reparation. 

No. os i No. 1. Armour & Co. et al., Chicago, IIll., vs. Santa 

e et al. 

Rates and charges in violation of section 6 of the act on fresh 
meats and packing house products, in straight or mixed car- 
loads, and dressed poultry, butter and eggs, in straight or mixed 
carloads, from Kansas City, Kans., St. Joseph, Mo., South Omaha, 
Neb., Sioux City, Ia., and other points in Kansas, Missouri, Iowa, 
and Nebraska, to points east of the Illinois-Indiana state line, 
Ask cease and desist order and reparation. 

No. 20541, Sub. No. 2. Standard Hardwood Lumber Co., Buffalo, N, 
Y., va. B. BR. & PF. ef al. 

Charges on lumber from Arkansas City, Ark., to East Pitts- 
burgh, Pa., in violation of section 6. Asks for reparation. 

No. 20541, Sub. No. 3. Standard Hardwood Lumber Co., Buffalo, N. Y., 
vs. Pennsylvania et al. ; 

Charges on lumber from Deutsch, Ark., to East Pittsburgh, Pa,, 
in violation of Section 6. Asks for reparation. 

No. 20566. United States Graphite Co., Saginaw, Mich., vs. Pittsburg, 
Shawmut & Northern et al., in violation of first three sections 
of act. 

Unreasonable rates and charges on petroleum coke from Kaul- 
— Pa., to Saginaw, Mich. Asks rates for future and repara- 
tion. 

No. 20566. Sub. No. 1. United States Graphite Co., Saginaw, Mich., 
vs. Lehigh Valley et al. 

Unreasonable charges on petroleum coke from Bayonne, N. jJ., 
to Saginaw, Mich., in violation of first three sections of the act. 
Asks reparation. 

No. 20567. The Atlantic Lumber Co., Boston, Mass., vs. L. & N. et al. 

Rates in violation of sections 1 and 3 of the act, on lumber from 
Duff and Knoxville, Tenn., to Cowansville and St. Hyacinthe, Que. 
Asks rates for future and reparation. 

No. — United States Graphite Co., Saginaw, Mich., vs. B. & 0. 
et al. 

Rate in violation of first three sections of the act, on stone 
(soapstone) from Marriottsville, Md., to Saginaw, Mich. Asks rate 
for future and reparation. 

No. 20569. H. Baron & Co., Inc., Brooklyn, N. Y., vs. Pennsylvania. 

Unreasonable rates and charges on strawberries when shipped 
in barrels, sugared for preservation, from Port Norfolk, Va., to 
New York, N. Y. Asks rates for future and reparation. 

No. ys Eastern Cotton Oil Co., Norfolk, Va., vs. Norfolk Southern 
et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
soya bean meal from points in North Carolina to points in Ohio, 
Indiana, Illinois, Michigan and Minneapolis. Asks reparation. 

No. 20571. Midwest Wool Trade Association, Chicago, IIll., vs. Alton 
& Eastern et al. 

Unreasonable rates on wool in the grease between points in 
Western Trunk Line and Illinois Freight Association territories. 
Asks reasonable commodity rates for future and reparation. 

No. 20572. The Celotex Co., Chicago, Ill., vs. A. C. & Y. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on fiber board, pulp board, cane fiber lumber and cane fiber board 
from New Orleans, La., to points in Trunk Line and New Eng- 
land territories. Asks reasonable joint through commodity rates 
where such rates are not in effect, reasonable rates and charges 
and reparation. 

No. 20573. Reading Steel Casting Co. et al., Bridgeport, Conn., vs. 
New Haven. t 

Unreasonable rates on run-of-bank, blasting, fire, core and sea 
sand, from points in Rhode Island, Massachusetts, and Connecticut, 
to points in Connecticut. Ask reparation. 


Docket of the Commission 





NOTE—iItems in the Docket marked with an asterisk (*) are new, 


’ having been added since the last issue of The Traffic World. Cancel- 


lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. ~* 


February 20—Wilmington, N. C.—Director Bartel and Examiner Bren- 
nan: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 


aw y | 20—Kansas City, Mo.—Examiners Stiles and Parker: 
1. & &. 3044—Petroleum from Colorado, Texas, to Louisville, Ky. 


Februa 20—Helena; Mont.—Examiner Sharp: 

1. & S. 3019 (and ist su plement)—Sugar from California to Port- 
land and E, Portland, Ore. 

1. & S. 3020 (and ist supplement)—Canned goods between points in 
California, Oregon, Washington, Idaho and Montana. 

17562—Board of Railroad Commissioners of the State of Montana, 
on behalf of Missoula Mercantile Co. vs. Bay Transport Co. et al. 

16796—McClintock-Trunkey Co. et al. vs. McCormick S. S. Co. et al. 


February 20—Washington, D. C.—Examiner Weems: 


be ey News Shipbuilding and Dry Dock Co. vs. B. & O. 


R. R. et al. 
20388—United Iron and Metal Co., Inc., et al. vs. B. & O. R. R. et al. 


February 20—Dallas, Tex.—Examiner Peterson: 
1 —Dalias Paper Co. vs. A. & L. M. Ry. et al. 
= (and Sub. Nos. 1 to 5, incl.)—Cameron Auto Co. vs. T. & P. 
y. 


February 20—Washington, D. C.—Examiners Marchand and Hendon; 
Valuation No. 103—In ‘re tentative valuation of the property of 
Sumter Valley Ry. 


February 20—Argument at Washington, D. C.: 
19252—Colgate & Co. vs. T. & J. Ry. et al. 
19393—-The Magee Carpet Co. vs. C. R. R. of N. J. et al. 
19419—Haffner Thrall Car Co. vs. Northern. Pac. Ry. 
February 20—Phoenix Ariz.—Examiner Fleming: 
20243—-Mutual Cotton & Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
20136—Phoenix Flour Mills et al. vs. A. T. & S. F. Ry. et al. 
February 20-21—Argument at Washington, D. C.: ; h 
* Valuation No. 387—In re tentative valuation of the properties of the 
L C. R. R. et al. 
Valuation No. 271—In re Kentucky Midland R. R. 
Valuation No. 349—In re Yazoo & Mississippi Valley R. R. et al. j 
Valuation No. 354—In re Batesville Southwestern R. R. and R. 4: 
Darnell, lessee. 
Valuation No. 384—In re Chicago, Memphis & Gulf R. R. 
Valuation No. 388—In re Kensington and Eastern R. R. 
Valuation No. 395—In re Dunleith and Dubuque Bridge Co. 
Valuation No. 441—In re Mississippi Valley Co. 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI BALTIMORE, MD. 
: GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


THICAGO e@ © eras rE 
ke ° ng wil mA ahi ie 

area towns where 

DECATUR Jatt GY: read UR, ILLINOIS 
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rh chimacky roy Fang: 


DECATUR, ILLINOIS Cn cAGO er St.Louis 
eA erdisiipate), Maur WAREHOUSING 


february 18, 1928 








CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Telephone Harrison 3486 


Works: Pons. Systens 
Hegewisch, illinois} 8, S.B. CHICAGO, ILL. 


TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repatr Tank Cars 





MERCHANDISE STORAGE and 
TSE RVIGCE, POOL CAR DISTRIBUTION 
a a = rF a | | NJ AL Warshouse Located in Heart of Raliread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


MERCANTILE WAREHOUSING AND DISTRIBUTING 689 South Front Street, MEMPHIS, TENN. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


















General Merchandise Storage and Distribution. erage || 1°) fH of General Merchandise 
rompt and Intelligent Service. 2 ve 175,000 Square Feet Floor Space 
References: Any jobber, banker or transportation man in the city. = a Southern R. R. Siding. 25c Ins. Rate 
: ~~ z 
DEEP WATER AND RAIL CONNECTIONS > ae. <a “2 Virginia Bonded Warehouse Corp. 
et HS RN RE RRO NEST Oe NESE HA SE A TR RSE A SAREE ae * a ¥! - x 4 1709 East Cary Street 






OF on LL OF AN ET® Merchandise  wititcam'wiriue’” 6S 


DVCAM TE MeIM) | Storage us, WARE 


1020 SOUTH CANAL STREET 

ESTABLISHED 1857 cRoos® <0. Pool Car 

TEAMING — MOTOR TRUCKING — CARLOAD cic einen . . . 
DISTRIBUTING Pe Distribution 





ANSONIA OOSEYMOUR 
SHELTING» OERBY 
DEVON 6 es heey NEW HAVEN 


BRIDGEPORT 


BEACON fAULSevoAMIGATUCK WILLIMANTIC @, —_..0 JEWETT CITY THRU RATES AND 








DIRECT WATER ROUTES 


MYSTIC South Norwalk, Bridgeport, New 
<7? WESTERLY fr OM London and Norwich, Conn. 


. C.F.A., W.T.L., Inter-Mountain, 
LONG ISLAND SOUND meen BOAT SERVICE O uth and Southwest 


SOUTH NORWALK 








TO ALL 


POINTS WEST ee STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
ee ae ar OUR OW MOTOR TRUCKS OIC MALLORY and MORGAN S. 8. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ee 


300 TERMINAL a 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


DISTRIBUTION WAREHOUSE 230 ESRgSt as 


a The floor is built on the ground and is particularly 


CHICAGO, ILL. 


LOCATED NEAR LOOP 





40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 







Represented by 
NATIONAL: WAREHOUSING, INC. 
- 296 a way, New York | 
316 Commercial St., Los Angeles, Cal. 


ST. LOUIS COTTON COMPRESS CO. 222ecee re 


a regular storage basis. Traffic information fur- 
nished on request. 


East St. Louis, Illinois Address Room 407 Feleral Commerc Tart Belding 


ST. LOUIS, MISSOURI 
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February 23—Washington, D. C.—Examiner Weems: ... . 
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February 21—Dallas, Tex.—Examiner Peterson: 
— tang Sub. 1)—Desel-Boettcher Co. et al. vs. G. H. & S. A. 
y. et al. 
19954—Gugenheim-Goldsmith Co. et al. vs. C. R. I. & G. Ry. et al. 


February 21i—Argument at Washington, D. C.: 


19082 (and Sub. 1)—H. B. Smith Co. vs. Penna. R. R. et al. 
19160 (and Sub. 1 and 2)—Burnham Boiler Corp. vs. N. Y. C. R. R. 


et al. 
19644—Federaed Metals Corp. vs. Penna. R. R. et al. 


February 23—Atlanta, Ga.—Examiners Money and Esch: 

17000, Part 8—Cottonseed, Its Products, and Related Articles. 

1. & S&S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 

1. é = 2820—Vegetable Oils and Related Articles in Official Classi- 

cation. 

1. & S. 2884—Vegetable Oils and Oil Foods from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. 2026—Vegetable Oils in Official Classif. Terry. 

i. & S. 29095—Vegetable Oils and related articles in Official Classif. 


Terry. 
1. & &S. 3036—Cottonseed Hull Fibre or Shavings from Southwestern 
pts. to Miss. and Ohio River Gateways and W. T. L. Terry. 
14594—Amevican Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer ———e & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
bes “ay oz oy —_— 1 to 5, incl.)—Armstrong Packing Co. vs. A. & 
. R. R. et al. 
16528—Southland Cotton Oil Co. et al. vs. A. & S. Ry. et al. 
16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. R. R. 


et al. 

we ene -. 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers Assn. vs. A. C. & Y. Ry. et al. 

18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. et 


al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I & P. Ry. 


et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 
taste —sationne Cottonseed Products Corp. et al. vs. A. & V. Ry. et 
a 


19194—Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 

ser epee Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

oy aie Cotton Oil Refining Co. vs. D. L. & W. R. R. 


et al. 
19533—E. St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 
es ay 1)—Rome Soap Manufacturing Co. vs. C. lL. & W. 

. et al. 

19642—Elberton Oil Mille vs. V. & C. S. Ry. et al. 
20068—Grace Milling Co. vs. A. & S. Ry. et al. 
20108—Wilson & Co., Inc., of Okla., vs. B. & O. R. R. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. R. R. et al. 
20161—Best Foods, Inc., vs. C. R. R. of N. J. et al. 


* 20596—Armour & Co. et al. vs. A. & S. Ry. et al. (In connection 


with 17000, Part 8, Rate Structure Investigation, Cottonseed Its 
Products, and Related Articles.) 


February 23—Columbia, S. C.—Examiner Archer: 
20454— 


East Coast Fertilizer Co. vs. Alcolu R. R. et al. 
16335—Rates on fertilizers and fertilizer materials intrastate within 
the state of South Carolina. (Further hearing.) 


or + ae Ohio Lime Manufacturers et al. vs. Penna. ; ee 
et al. 

20096—The Washington Building Lime Co. vs. Penna. R. R. et al. 
= = Sub. 1)—The Washington Building Lime Co. vs. Penna. 
*R, et al. 

19951—Ohio Hydrate & Supply Co. vs. Penna. R. R. et al. 

20234 (and Sub. 1)—Acme Glass Co., Inc., vs. Penna. R. R. et al. 


February 23—Dallas, Tex.—Examiner Peterson: 


oe Sub. 1)—Advance-Rumeley Thresher Co., Inc., et al. vs. 


V. Ry. et al. 
19914 (and Sub. 1)—Huey and Philp Hardware Co. et al. vs. A. & 
V. Ry. et al. 


February 23—Argument at Washington, D. C 


19043—National Assn. Printing Ink Makers, Inc., vs. A. T. & S. F. 


Ry. et al. 
19159—Waverly Paper Board Co. vs. B. & M. R. R. et al. 
19397—N. Auth Provision Co. vs. B. & O. R. R. et al. 


February ye D. C.—Examiner Sullivan: 


Finance No. 6581—Application Seaboard-All Florida Ry. for author- 
ity to acquire the properties of the South Georgia Ry. 

Finance No. 6580—Application Seaboard Air Line Ry. for authority 
to acquire control by lease of the railroad and properties of the 
—_ Georgia Ry. and for authority to deposit certain securities 
n escrow. 


readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 






DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


You can reach Traffic World | YOUR ANNOUNCEMENT LEONARD’S GUIDE 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers 


Vol, XLI, No. 1 


February 23-24—Argument at Washington, D. C.: 
Valuation No. 828—In re tentative valuation of the properties of th 
M., K. & T. Ry. et al. “ 
Valuation No. 814—In re tentative valuation of the properties ,, 
the M., K. & T. Ry. of Tex. et al. bie 
Valuation No. 759—In re tentative valuation of the property of 
the Wichita Falls and Northwestern Ry. 


February 24—Argument at Washington, D. C.: 

19275—Alabama Georgia Syrup Co. vs. I. H. B. R. R. et al. 

en Traffic Bureau for R. H. Green et al. vs. I. C. Rp 
et al. ‘ 

Portions Fourth Section Applications Nos. 1618, 2045, 4297 ang 2043 

19593 _— Sub. 1 and 2)—The Reliance Co., Inc., vs. H. & T. CR Pp 
et al. ste: 

Valuation No. 1017—In re tentative valuation of the property of ty, 
New York Connecting R. R 


February 24—Dallas, Tex.—Examiner Peterson: 
19953—-The A. B. Frank & Co. et al. vs. A. & R. R. R. et al, 
February 24—Spokane, Wash.—Examiner Sharp: 
1. & S. 3019 (and ist supplement)—Sugar from California to Popt. 
land and E, Portland, Ore. 
1, & S. 3020 (and ist supplement)—Canned goods between points j; 
California, Oregon, Washington, Idaho and Montana. y 
17562—Board of Railroad Commissioners of_the State of Montana 
on behalf of Missoula Mercantile Co. vs. Bay Transport Co. et | 
16796—McClintock-Trunkey Co. et al. vs. McCormick S. S. Co. et a! 
February 24—Lima, Ohio—Examiner Disque: 
* 19710 and 12025—Southern Hardwood Traffic Association vs. Cun- 
berland Transportation Company et al. 


February 25—Cleveland, O.—Examiner Disque: 
1. & S. 3060—Waster plates or sheets, from Ashland and Bellefonte. 
Ky., and Kenova, W. Va., to C. F. A. and W. T. L. territories, 
February 25—Argument at Washington, D. C.: 
19205 (and Sub. 1)—Bradford Rig & Reel Co. et al. vs. A. T. &5§. 
F. Ry. et al. . 
19491—Scharff-Koken Mfg. Co. vs. A. T. & S. F. Ry. et al. 
19514—Simms Oil Co. vs. T. & P. Ry. et al. 
19666—Brooks Construction Co. vs. N. Y. C. R. R. 
February 27—Washington, D. C.—Examiners Marchand and Walsh: 
* Valuation No. 1061—In re tentative valuation of the property of 
the W. Md. Ry. et al. 
February 27—Washington, D. C.—Commissioners Eastman, Esch and 
McManamy: 
* 13413—Automatic Train-Control Devices. 
February 27—New York, N. Y.—Director Bartel and Examiner Bren- 
nan: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 
February 27—New Orleans, La.—Examiner Fleming: 
1. & S. 3053—Sugar stored in transit at Miss.-Warrior Ports. 
1. & S. 3053 (Ist supplemental order)—Sugar stored in transit at 
Miss.-Warrior Ports. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Assistant traffic manager; industrial with 
good future; age 34; married; technically trained; references; now 
employed; western territory preferred. Address O. N. D. 82, care 
Traffic World, Chicago, Ill. 


WANT TO PURCHASE—Copy of ‘‘Lust’s Consolidated Digest of 
Decisions;’”’ also ‘‘Abridged Reports and Current Digest of Decisions 
Under I. C. C. Act.’’ Advise lowest price. Address P. A. M. 84, care 
Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic manager or assistant, several years’ 
experience, good knowledge all phases traffic matters, rates, routes, 
claims, classification, adjustments, etc.; now employed. Address 
Oo. S. T. 74, care Traffic World, Chicago, III. 


POSITION WANTED—Experienced Traffic man, available March 
; 80 years of age; single; 12 years’ experience in traffic work, 
both railroad and industrial. Address E. F. F. 78, care Traffic World, 
Chicago, Ill. 











_ 








AUDIT BUREAU—Fully equipped. Excellent chance for right 
party to ov or manage. Address E. R. Z., care The Traffic World, 
cago, Il. 


“C&ATER 











WAREHOUSE CoO. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 

















MINAL 








Freight —Express— Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. ‘ 
15 East 26th St., New York 155 No. Clark St., Chicago 





Februar 


EDITOR 
CURRE! 
pECcISIC 
Geor 

cas 


Acm 
ins 


Babt 
an 


Jam: 
ca 


Bali: 
(n 


Oyst 


PROP 
MISCI 
Loss 


SHIPI 


HEAF 
OCEA 
FREI 
THE 
PER 
QUE: 
NEW 


boc 


TH 


MIL 
Phi 





Of the 
ies of 


ty of 


} 2043, 
RR 


Of the 


Port- 
nts in 


\lana 
et al 
et al 


Cun- 


with 
now 
care 


st of 
sions 
care 


ears’ 
utes, 
dress 


arch 
york, 
orld, 


right 
orld, 





february 25, 1928 


TABLE OF CONTENTS 


II iccusiinginngnsiivnh eins Gavanyatinatubmathal secure 441 
CURRENT TOPICS IN WASHINGTON................00ceee eee ees 445 


DECISIONS OF THE COMMISSION: 


Georgia Peach Growers’ Exchange et al. vs. A. G. S. et al.; 


case 16462; peaches (mimeographed) ..........ccceecececceees 447 
Acme Brick Co. vs. Mo. Pac. et al.; case 19110; brick switch- 
Bier, COT o.oo eres. cia usin. siesis-aocivinsiersatelabiowreinalere meine’ 448 
Babcock and Wilcox Co. vs. P. R. R. et al.; case 19138; iron 
Sai SEE REUNION 55:06: 6: 6i0 do :9's!0rg 530 4.0)iRaelea Doe MOR Rene aers 448 
Jamestown, N. Y., Chamber of Commerce vs. P. R. R. et al.; 
case 16178; iron and steel (mimeographed) ..........e.eeeee- 448 
Balish Bros. vs. A. T. & S. F. et al.; case 18704; grapes 
UIMAENINIEONOR, oaieo:0c0-4:9:i0 0:80 oi ese.guesaiacsiatew orp enneerel Oe steeince aie eeions 448 
Oyster shells to, from, and between southern and southwestern 
points; I. and &. 2942 (mimeogsraphed) .....6.c.ccnescswereesncce 448 
Whitney, S. M., & Co. vs. C. & W. C. et al.; case 18989; cotton 
Cp PRN INI 554. 5:54;'5, 5 s0:'o- 00:5 d-900 sips re eitreisiere! sa ave nratare ioipeauaredniare 449 
Acme Brick Co. vs. C. R. I. & G. et al.; case 19123; hollow 
Busines UG. CUMCORTADNCE) 2.06 cccicicccrcccvensécceseneswewes 449 
Ark, Tie & Timber Co. vs. St. L.-S. F.; case 19172; ties 
SUUMNNUNNINOE 67 9-015 50s. os cicaraes eosin enwesaceewesan aoe ect 449 
Brabston, H. @, vs. A. G. S. et al.; case 18895; lumber 
CS UNINMNIIIND 56 G4 ex cs soesassases sn acacasen errno re larane okarsi pate eratiore ores laredirere 449 
Lerio Patent Cup Co. et al. vs. A. F. & G. et al.; case 16942; 
tUrPENtING CUPS CMINGOSTAPNEE) o..cccciciecccccccececesevcesee 449 
Memphis Freight Bureau et al. vs. A. G. S. et al.; case 14898; 
furniture (mimeographed) ..........cee0. ivia si uiei pile Wretewvieieenerer 449 
Roberts Cotton Oil Mills, Inc., et al. vs. Butler Co. R. R. Co. 
et al.; case 18465; cottonseed (mimeographed) ............... 449 
McGreer Bros. et al. vs. C. B. & Q.; case 19466; live stock 
Pe te eee re re 449 
Western Bridge and Construction Co. vs. B. & O. et al.; case 
T7SGR: WrIGwe IPG GRPNCSHTAWMCE) oi6o.6is. 6 0:6 cccisieeie cise wisensewes 450 
Midwest Metal Co. vs. St. L.-S. F. et al.; case 17808; pig lead 
UE EY CHIOV ooo 0: 0:6: 6:059:5:0:489 5408 0:09 0 Canes erela bes 450 


Texas Live Stock Shippers’ Protective League et al. vs. A. 
& S. et al.; case 12358; horses and mules (mimeographed).. 450 


Jackson Traffic Bureau vs. A. & V. et al.; case 18136; furni- 


CUS GUID, 5.5.56 6 re ve-arb-9 eres ase. Riahi nse ete einige gt bwreterb eeleews 450 
Batey-Fleming Co. et al. vs. S. A. L. et al.; case 19009; rice 
COPIER 6.15, 05.9 sero wins srore-cremaeisinelend'e-cie exarere etaceus tetplonmierer ove 450 
Security Mills & Feed Co. vs. Southern et al.; case 10672; 
DIMGEBICAT CIIIMICORTADNCE): oo. o.ccsicsceecsincic cose ssiseeeeeet ence 450 
Galloway Lithograping Co. vs. S. P. et al. case 17022; folding 
CREE (CECI so 5. 6oh:0 9 sive cis bararenieisinn ealeieis wie @ se Sawer 450 
Lehigh Portland Cement Co. vs. A. & R. et al.; case 15806; 
re rrr ee 4 450 
Live stock from western points to Chicago-Milwaukee terri- 
tory; I. and S&S. ZSi7 GmiMeeSrapned) «...-.ccccccsccccvesecesese 450 
PROrOseD REPORTS IN 1. C..C. CASES. .cccccccsccccscccceves 453 
MISCELLANEOUS TRAFFIC DECISIONS............ccsccccccccce 455 
BUGS AND BAMAGE DECISIOING q « 6.0.5 occ bcicccesisicc ences cuceiceeee 455 
SNe Ute INN MINEUNNNN 525 5 Tae ose n8d5.ks var ci era cal @ANGIRNe lot GRO Mle eee nes 456 
U.S. SUPREME COURT DECISIONG. ..0. 6..6 iccccccccscdscweeses 457 
HEARING ON ESCH PP OUT OR EIEY 6::seisis disc ewtarieweoraaanieiewes 459 
Be |, a ve ee 470 
FREIGHT RATES (Article No. 21)—By G. Lloyd Wilson.......... 472 
oe i DR ee EE I SET REASON no ere NRE ee eS 476 
PENGONAL NEWG ANE WOTEG «cocci sec cisiedesccuiev essen 478 
MUESTIONG ANE ANGWERG. ...i55cccicpecdecescecscsccindesees 484 
MUN TCISD, i Oar nd eas aralalorguotitemen a oan 492 
DOCKET OF THE COMMISSION. .<.26.6.o60cscsedicc oi cciecesesne ese 494 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 


Phone, Main 3840 Telephone State 8635 


418-430 S. MARKET ST. 
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“The Service That Is Different” 





...and HOW! 


Economical shipping,which in- 
cludes promptness in delivery, 
expertness in handling and 
freedom from damage.... 
All this, Trans - Continental 
Freight, with its 30 years’ ex- 
perience, provides. But there 
is still more. It is the HOW 
this is accomplished. Ever on 
the alert Trans -Continental’s 
extra service often has made 
a difference of thousands of 
dollars a year to shippers .... 
It is that personal attention 
to your individual need that 
makes Trans - Continental al- 
ways better and different. 


Ask Our Nearest Branch 





Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohie Portland, Ore. 
Cleveland, Ohie St. Paul, Minn. 
Denver, Cole. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Les Angeles, Cal. Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


Reena ce tacit ee es a aw ~ Vs = 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 
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For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Trafic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, NEw York City 
Tel. Bowling Green 4260 
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The Belt Railway Company of Chicago 
INDUSTRIAL DEPARTMENT 
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[Elvery 
[L_Jocations—Large and Small 
[T}ime Saver 
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[Only Forty-six Years’ Experience 
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The knowledge of Industry’s requirements and Nc oT WS 




















ability to meet them through character service =; 
is an important factor in your determination of 
a location. 





With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
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At Your 
Finger Tips 
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HE Chain of Tidewater Terminals and 
Allied Inland Warehouses offer facil- 
ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


oe AF RE 


a Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 
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Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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Strategic Points of Operation 
or Shippers and — 






W. B. McKINNEY, Sec’y and Treas: 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’! Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
J. A. Moore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE CoO. 
W. S. Bishop, Gen’l Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE CoO. 
Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 








RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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HARVEY C.MILLER President ~--- ga x 
COMMERCIAL TRUST BLDG. PHILA. PA. is 
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Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


To FROM 
ae — Corresponding Service 
ae ion Bteomliei given to shipments loaded 
ton 
a. Fourth, Clifton to the platforms of connect- 
Incl 1 ° . . 
Gwvdand Third neta ing roads destined to points 
oon panne beyond those named herein. 
Council Bluffs Sixth 
— woe Similar service is effec- 
Dato ade tive via Lackawanna from 
East it . es 
mia Seed Philadelphia and other 
feat fone Reading Railroad points, 
hws, mon sist also from points on the 
indianapolis ean — Central Railroad of New 
3a CON ernoon e 
Jackson Fourth Morning Jersey, via Scranton, Pa., 
—— i. « Transfer; also from Boston 
Los Ang Twelfth ’ 
on 0 [gong Island City via Boston & Maine-Dela- 
Milwaukee Fifth ware & Hudson and Bing- 
i Hi Sixth ° 
— | ae reskin hamton, and via New York, 
Nasi A) salon Terminal New Haven & Hartford and 
mi ax a 
_—- pee sre lallabout Port Morris, N. J. 
leoria ‘ourt lorning 
Pita Third es Daily passing reports in 
ol J 
Portland Thirteenth“ Y, " the possession of all Lacka- 
eee Fourth 404. wanna Agents enable imme- 
Saint Louis " — “* diate and complete infor- 
Saint Paul Sixth “6 Sth St s 
San Francisco Fourteenth '“* a ll mation to customers. 
Seattle Thirteenth“ 
"Scranton Second “* 
South Bend Fourth “ ° ° ° 
0c a. * Not Necessary to Designate Any Special Station, 
S Second “ e e 
Toledo Fourth“ Pier or Train. 
Toronto pana i 
Utica 


*First iaieain tans New York Pis+s and Hoboken City. 


The foregoing diagram has proved of ines- facilitation of tracing ; prompt turnover of 
timable value to the Trade, showing as it does investment. 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance informa- the Lackawanna will consider inauguration of 
tion to agents concerning location of shipments, through merchandise car therefor. 


LACKAWANNA AGENCIES ST. PAUL 
601 Merchants Bank Building 
BOSTON DETR NEWARK SAN FRANCISCO 
80 Federal Street Ist Mastonel Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN EASTON, PA. NEW HAVEN SCRANTON 
32 Court Street 402 Nerthampten Street 39 Church Street Lackawanna Station 
BUFFALO INDIANAPOLIS NEW YORK CITY SEATTLE 
Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO KANSAS CITY PHILADELPHIA SYRACUSE 
111 West Jackson Blvd. na _ Bldg. 1302 Finance Building Lackawanna Station 
CINCINNATI MILWAU PITTSBURGH TOLEDO 
4th National Bank Bldg. 1316 Majectic Building 503 Park Building 1404 2nd National Bank Bldg. 
CLEVELAND MINNEAPOLIS ST. LOUIS TORONTO 
310 Park Building Metropolitan Life Bldg. 112 North 4th Street 1602 Royal Bank Bldg. 


LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 








































Simply Route “LACKAWANNA” 






If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 
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Each Serves 

A Primary 
Centre 

of Distribution 


{THE SERVICE 
{YOU EXPECT 
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The Widest Areas of Concentrated Population 
Now Adequately Served 


By Ultra Modern Terminal Warehouses Strategically 
Placed to Best Serve These Rich Trading Zones 


HE present trend in national distribu- 

tion demands spot stocks at recognized 
jobbing centres. This trend has established 
new warehousing and cold storage require- 
ments both in relation to service and facili- 

* ties. These requirements are more than met 
in the great, new terminal warehouses owned 


and operated by Continental Terminals Inc. 
This is supplemented by a staff of trained 
warehouse, cold storage and traffic experts 
and experienced sales and merchandising 
executives whoseintimateacquaintancewith 
both national and local conditions can be 
very helpful to youonall your sales planning. 


Write for folder on national distribution 


_ 


SERVICE INCLUDES: con Fee 
ath “Ne 


Dry Storage Space man 


Cold Storage Space 


Manufacturing or 
Assembling Space 


Display and Selling Space 
Executive Office Space 
Financing 






a _ PLANTS AT: 


iS | Albany, New York 


Cleveland, Ohio 
Detroit, Michigan 
Scranton,Pennsylvania 


67. WALL STREET, NEW YORK 





february 








St 

















0. § pebruary 25, 1928 THE TRAFFIC WORLD 439 


Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 
is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 


Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 








G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 

H. G. Dow M. J. Costello 












Western Traffic Manager 
Seattle, Wash. 


Assistant General Freight Agent 
New York City 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, II. 


Great Northern Railway 
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